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The Year on British Railways 


i. looking back at 1952 it is appropriate to detach some 

of the major events on the railways in their proper 
sphere of transport from the political controversies which 
at close range tend to divert attention from them. Within 
the past twelve months the first British-built gas-turbine 
locomotive has gone into service on the Western Region, 
and the first main-line freight electrification in this country 
has been inaugurated on the Eastern Region between Wath 
and Dunford Bridge, marking a step towards the full Man- 
chester-Sheffield-Wath scheme, in which all traffic will be 
worked by electric traction. In the present month the be- 
ginning of tests with 50-cycle equipment between Lancaster, 
Morecambe, and Heysham, to which reference is made else- 
where this week, opens the way for British contributions to a 
technique commanding international attention. The summer 
timetables brought the first mile-a-minute booking on the 
Southern Region—from Waterloo to Salisbury—while the 
North Eastern Region added to its various 60 m.p.h. 
schedules from Darlington to York the first at similar speed 
in the opposite direction, by the “ North Briton.” Simulta- 
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neously the “Capitals Limited” between London and 
Edinburgh was acgelerated to within a few minutes of the 
pre-war “ Flying Scotsman ” schedules. The major develop- 
ment of the winter timetables was the two-hour London- 
Norwich booking of the * Broadsman ” on the Eastern Re- 
gion, an innovation that may well lead to a demand for 
comparable services between London and other provincial 
business centres, Hopes are entertained that next year may 
be found a suitable occasion for further improvements. On 
a less spectacular but equally essential plane, announce- 
ment of the British Railways diesel trains programme gives 
the public concrete evidence of the close study being de- 
voted to means of retaining and encouraging traffic where- 
ever prospects are favourable. Resignalling at Euston, and 
Stage 2 of the Brighton line conversion scheme to colour- 
lights on sections where semaphore signals have persisted, 
have been the principal examples of improvements by in- 
stalling the latest equipment for what may be described as 
established signalling methods. At the same time something 
has been made known of the direction taken by the Rail- 
way Executive’s experiments with automatic train control, 
in which features that have given proof of their practical 
effectiveness in some 40 years of main-line service are 
being combined with principles that have gained in import- 
ance from recent developments in magnetic materials. 


British Transport Commission Statistics 
HE results of the annual census of B.T.C. staff pay and 
average earnings for the week ended April 26 last are 
published as an appendix to No. 11 of Transport Statistics. 
[he most noticeable feature is the extent by which some 
average earnings exceeded rates of pay, which with security 
adds much to the attractiveness of railway service. Thus 
Class | signalmen averaged weekly earnings of 195s, 9d. 
against 140s. pay: Special Class relief signalmen 227s. 3d. 
igainst 154s. Sd.; running shed firedroppers 175s. 9d. against 
ll6s. 9d.: drivers 194s. 104. against 160s. Id.; passeager 
guards 170s. 2d. against 131s. 6d.; and Class 5 clerks 142s. 
Sd. against 130s. 10d. If these were average earnings, it 
is easy to see how the gross earnings of some Western 
Region shed maintenance staff, whose basic weekly rate 
last summer was 110s. 6d.—119s. 6d., could reach, with 
effort, 280s., as emerged at the time of the dispute in July. 
The basic rates of some of the grades mentioned above 
is at May 1, 1939, are in strong contrast: drivers 90s. 
(after five years’ service), guards 65s. (after five years), 
Class 5 clerks £200 a year. Of about 72,000 employees of 
British Road Services in April last, the administrative and 
clerical staff, which had been engaged inter alia on acquisi- 
tion of undertakings, numbered only 4,600, whilst other 
salaried stafi, supervisory and clerical, totalled some 3,700. 


Institute of Transport Annual Report 


EMBERSHIP ef the Institute of Transport, which has 

shown a net increase yearly since 1941, rose in 1951-52 
to 8,907, as is shown in the report of the Council for the 
year ended September 30 last. Expenditure exceeded income 
by £1,860, and the standard rates of subscription for mem- 
bers of all grades were increased from October 1, 1952. 
The programme of meetings included a visit to Holland in 
May, described in our issue of June 20. Approval was 
given for the formation of a Queensland Section, of a 
Group at Salisbury as part of the Rhodesia Section, of a 
South West Lancashire Group of the Merseyside Section, 
and of the reconstitution of the Bournemouth-Poole Dis- 
cussion Group as a Group of the Southern Section. The 
link with overseas members was strengthened by the visit 
of the President, Mr. A. B. B. Valentine, and Mr. F. W. 
Crews, the Secretary, to Australia at the invitation of the 
New South Wales and Victorian Sections, when also the 
opportunity was taken to meet Queensland members in 
Brisbane, and on the journeys to and from Australia, meet- 
ings with members were arranged in New Delhi, Karachi, 
Singapore, and Colombo. One Honorary Member, Mr. 
F. Q. den Hollander, President of the Netherlands Railways, 
was elected during the year. 

D 
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Overseas Railway Traffics 


T HE rise in Antofagasta (Chili) & Bolivia and in Paraguay 

Central receipts recorded last week continued. With 
the former railway the fluctuations in traffics are caused 
largely by the spasmodic arrivals of imports at Antofagasta 
and at Mejillones and by fluctuations in despatches from 
the interior of mining materials for export, and com- 
parisons with last year must allow for rate increases. The 
increase in aggregate Taltal receipts since July 1—$14-5 
million against $10 million last year—would seem to be 
caused by the same factors at the Antofagasta & Bolivia 
traffics. The latest available return for South African Rail- 
ways & Harbours shows that whilst receipts for the week 
ended November 15 were less than those for the corre- 
sponding period of 1951, the aggregate railway receipts 
since April 1 show a clear increase—t£64-5 million against 
£62-6 for last year: this is apparent in all railway traffics. 
There was also a marked rise in South African Airways 
traffics, though harbour receipts show a decline compared 
with 1951. 


Diesel Building in the Future 


ITH over 17,000 diesel-electric units at work, and 

roughly 70 per cent of United States railway traffic 
now diesel-operated, it is obvious that the demand for new 
diesels in that country shortly must slacken as the satura- 
tion point is more nearly reached. Already production has 
been slowed down by material shortages resulting from 
rearmament; the Electro-Motive Division of the General 
Motors Corporation, which more than any other agency 
has been responsible for the change-over from steam to 
diesel traction and today builds 69 per cent of the U.S.A. 
diesel locomotive requirements, has had its output reduced 
from ten to eight completed units a day for this reason. 
But Electro-Motive is preparing for the future also with 
plans for continuity of operation by progressive moderni- 
sation of the existing railway diesel stock. Already the 
older units of this firm’s manufacture are being remitted by 
their owners to the E.M.D. works for rebuilding and re- 
equipment with components of the latest type, by which 
also the h.p. rating of these units is increased; it is a ruling 
principle of the builders that “each part built for a locomo- 
tive today must fit a locomotive built yesterday, and must 
make a better locomotive of it.” A special rebuilding plant 
has been established to deal with this work. 


Tunnel-Driving Encounters Coal Working 


OR virtually a century and until last June there was a 
bottleneck on the main line of the Baltimore & Ohio 
Railroad from the Atlantic coast to Cincinnati and St. 
Louis, consisting of a single-line tunnel near Clarksburg, 
through which some modern locomotives and rolling stock 
could not pass. This has been eliminated by the construc- 
tion of a new double-line tunnel, 31 ft. wide and 28 ft. 
high, on a | in 333 gradient—compared with | in 150 in 
the old tunnel—and with less curvature in the approaches. 
After about half of the 3,236-ft. length of the new tunnel 
had been driven by the full-face method, the heading struck 
the worked-out Pittsburgh 9-ft. coal seam. Unfortunately, 
the pillars supporting the roof of this seam had long since 
been removed, causing it to collapse and the overlying 
strata to break up also. Consequently, the remainder of 
the driving had to be done by the heading-and-bench 
method with a top pilot heading and extensive timber crib- 
bing to prop up the roof; thus rate of progress dropped 
from 350 ft. to under 100 ft. a month. Instead of about 
nine months, therefore, the driving took 20 months. 


A Mechanical Block System 


HE historical account of the electrification of certain 
lines of the former Ouest railway system out of Paris 
which appeared recently in La Vie du Rail, is a reminder 
that it was on part of those routes that a remarkable lock- 
and-block apparatus worked entirely mechanically was once 
to be seen. The block sections were very short indeed and 


December 26, 1952 


each block post had a square absolute stop signal, preceded 
by a diamond-shaped warning or distant signal, both 
normally “ off” and fitted with the usual Aubine replacer 
treadle mechanism, so widely met with in France. There 
was an additional lever in the frame called the “ clearing” 
lever, also normally pulled over, wire-connected to the 
treadle apparatus at the block post in the rear. Ingenious 
special interlocking mechanism compelled the signalman to 
make every movement in a pre-determined order and ren- 
dered it impossible to operate the clearing lever until the 
treadle of the stop signal at a block post had been dis 
engaged by a train. The working was extremely simp! 
The signalman replaced his distant and stop signal levers 
immediately a train passed and, after verifying the tail 
signals, put back and pulled over his clearing lever whic! 
freed the stop signal lever at the box in rear, resetting the 
Aubine treadle there simultaneously. A spindle in the 
locking box connected to the treadle then caused an in- 
dicator to appear behind the frame notifying that the sec- 
tion was again clear. If a stop signal had exceptional), 
to be passed at danger the signalman first masked it by 
affixing a large white cover plate to its disc. 


oO 
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Problems of Mechanical Signal Fitting 


HE constant extension of electrical signalling methods 
is apt, perhaps, to convey an impression that mecha: 

ical equipment is deserving of little thought these days; but. 
as Mr. W. Stone showed in a recent informative talk before 
the Southern Region Signal & Telegraph Technical Society, 
much skill, combined with sound practical knowledge, is 
needed in dealing with apparatus which will have to serve 
us for a long time to come, the correct functioning oi 
which is essential to safe traffic working. The question o! 
slotting, for instance, is of considerable importance and 
its solution depends on the particular design of apparatus 
in use. For example, where the “ push off” principle is 
applied, considerations arise not met with in the “ drop off ° 
system, and the discussion following Mr. Stone’s remarks 
showed how useful his explanations of this subject had 
been. Again, the existence of many types of locking frame. 
a legacy from the days of the pre-grouping railways and 
numerous signal firms, greatly affects the way in which 
the signal fitter must proceed at any given location, and 
only practical experience can give a man the knowledge 
needed to cope satisfactorily with everyday problems unde 
such varying conditions and arrive at the most efficient 
working layout. 


The ‘*‘ Lanky”’ 2-4-2 Tank Engines 


THE disappearance of the last of the superheated 
versions of the former Lancashire & Yorkshire Rail- 
way 2-4-2 tank engines, as recorded on page 511 of our 
November 7 issue, recalls the performances 45 to 60 years 
ago of the original non-superheated class. Some of these. 
curiously enough, have outlasted the superheated machines 
and are still at work in the Leeds, Skipton, and other 
areas, though our paragraph may have implied that all 
the L.Y.R. locomotives of this wheel arrangement had 
now become extinct. Originated by Aspinall, the non- 
superheated engines gave more than satisfactory general 
performance, but when in the late 1890s weights and 
speeds of trains increased they began to encounter 
troubles. There were derailments, spring breakages, and 
tyre fractures; so much so that special investigations had 
to be made of their riding, material specifications, and so 
on. Nevertheless, when these matters were improved the 
utility of the class was so high that George Hughes, six 
years after he succeeded Hoy as Chief Mechanical Engi- 
neer at Horwich, brought out 20 superheated engines and 
subsequently converted 44 of the earlier engines. Their 
haulage performance was exceptional over the heavy 
gradients in East Lancashire and also over the more level 
routes to Blackpool. Despite the generally rougher riding 
of a 2-4-2T compared with the 0-4-4T wheel arrangement 
they have lasted well, and after 1923 many were drafted 
to other areas of the L.M.S.R. 
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The Transport Bill in Committee 


HE general debate which took place in the House of 
Commons on December 15 on the future organisation 
of the railways revealed three outstanding points. First, 
that in July last the B.T.C. informed the Minister that it 
was in favour of abolishing the Railway Executive; more- 
over, the Commission asked that the Executive should be 
brought to an end in advance of the production of the 
scheme of organisation for which the Bill provides. 
Secondly, that the Commission informed the Minister last 
month it did not favour the outline of organisation provided 
for in the Bill and made its alternative suggestion. The 
Minister, however, was unable to accept the Commission’s 
suggestion because he thought it “ would have prevented 
any effective decentralisation, and all the emphasis was 
continually on the retention of a strong centrai control to 
a Gegree ... which is no longer tolerable. in our view, 
at a time like this.” Thirdly, there did not emerge from 
the debate any idea at all of the organisation the Minister 
has in mind. 

As to the first point, the Commission’s apparent reason 
for asking for the Executive to be abolished was contained 
in a letter which Mr. Benstead sent to the Minister. ‘* Whilst 
the Commission,” he wrote, “is in full sympathy with 
the general aim of reorganisation of the railway side of the 
undertaking in a way which will avoid the imposition of a 
separate statutory executive between itself and the areas, 
it is essential that the Commission should have undivided 
and undisputed control over the personnel and the func- 
tioning of the various parts of the undertaking.” The 
italics are ours. On the second point, the Commission’s 
reasons for objecting to the outline of organisation in the 
Bill are obviously much the same as its objections to the 
Railway Executive. We quoted last week the views of 
Lord Hurcomb to the Select Committee on Nationalised 
Industries, which amplified these reasons. What happens 
now, since there is no clear indication of what the Govern- 
ment has in mind, remains to be seen. 

Mr. Herbert Morrison and others pressed hard in the 
debate for an explanation of the meaning of Clause 14; 
in winding up Mr. Ernest Davies specifically asked if the 
Commission was itself to operate as the managing body of 
the railways, and the Minister indicated dissent. He did, 
however, seek to justify the wording of the clause in a most 
curious passage. “There will be—and this is why the 
particular machinery of this clause is inevitable—machinery 
of a highly technical professional status,” he said, “ to take 
charge of many services where there should be co-ordina- 
tion on a level lower than this level of the British Transport 
Commission, and to secure that in any devolution the 
economies that may have been achieved through central 
direction are not lost sight of; but it is our belief that the 
boards could derive more from the General Managers— 
and in the future there should be functionally less of control 
from the Transport Commission down to departmental 
chiefs.” Note the word “ boards.” Was this a slip of the 
tongue? Earlier the Minister had said there was no justi- 
fication for the rumours that the Government intended to 
insist on six area authorities. 

All that can be said at this date about the whole business 
is that there is still a good chance that commonsense will 
prevail. As we have stated more than once, the right form 
of organisation is to have a part-time board or commission 
responsible absolutely for the whole of the railway industry. 
This board would take the impact of political pressure, 
would reflect outside opinion, and would be responsible to 
and be appointed by the Minister. It would appoint and 
have directly under it a central management, and once the 
board had settled the policy, it would see that its manage- 
ment had all possible opportunity, resources and encourage- 
ment to carry it out. The board and its management would 
form a single unit, working with the railways for a common 
purpose. The central management would be non-func- 
tional and thus able to take a view of all departments and 
ail railways and keep a balance. Attached to it would be 
a number of subordinate system departmental officers. 
Below the central management would come the railways, 
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headed by General Managers, to whom in each case the 
railway departmental officers would be responsible. For 
board purposes, the central management and the regional 
General Managers would attend board meetings; for 
management purposes, the central management and the rail- 
way General Managers would meet regularly. For 
standardisation, and so forth, the system and railway 
denarimental officers would also meet regularly, and their 
recommendations would go to the meetings of central and 
railway managements. There were many speakers in the 
House of Commons debate who indicated that this was the 
right method, perhaps not in such detail but broadly. Two 
such notable speeches came from Sir Ralph Glyn and 
Mr. Ralph Assheton, both of whom have had practical 
experience of this matter. 

it is only such a type of organisation that would provide 
both the resilience and the machinery for keeping costs at 
the minimum, and thus enable the railways to stand up 
squarely and successfully by means of the charges freedom 
to open road competition. As was said in the debate on 
December 15: “ From the moment this Bill becomes law, 
it is war to the knife. There will be no co-operation 
between road and rail. The services that are now together 
will be torn apart. They will be fighting each other for 
every piece of trade, for every piece of merchandise, for 
every job on the roads.” When the railways have been 
challenged in the past they have never failed to rise to the 
occasion; differences of opinion and internecine strife have 
beer forgotten. Every man in the industry, wherever he 
may now be, will soon be wanted to get down to it. The 
first thing to do is to get the organisation and thus the 
striking-power right, and there is hope in the Minister's 
statement on December 15 that people with great railway 
experience will play the predominant part in the prepara- 
tion of the scheme. 


Study of Electrification Systems 


S IXTEEN organisations interested in extending railway 
electrification in the United States formed a working 
committee in 1948 to examine the obstacles against such 
work being undertaken. The committee reported in 
favour of finance being provided for an intensive engineer- 
ing study of the problems involved. Its recommendation 
was accepted, and in February, 1950,the Battelle Memorial 
Institute was appointed to make a preliminary investigation 
extending over about twelve months. The Battelle report* 
has now been published, as briefly recorded in our October 
3 issue. Although compiled on the basis of United States 
conditions, it is of general interest at the present time be- 
cause of its comparisons between costs of electrification 
with high-voltage d.c., and with a.c. at the industrial fre- 
quency. 

The comparative costs study concerns 400 route-miles 
of main line with an annual freight service totalling 
14,369,800,000 gross ton-miles, and an annual passenger 
service of 138,301,000 carriage-miles. Calculations are 
made to show the sums that would be involved in re-equip- 
ping such a section for steam, electric, and diesel-electric 
traction, the electric systems proposed being 3,000 V. d.c. 
and 24,000 V. single-phase a.c. at the U.S. industrial fre- 
quency of 60 cycles per second. Capital costs are com- 
puted as follows:— 


$ million 
Steam - 77-3 
Diesel-electric 110-6 
3,000V. d.c. ... 166-7 
24 kV., 60 cycles 150-0 


Major economies for the 60-cycle system are foreseen in 
the substations and track-sectioning equipment, and in the 
contact system and transmission lines, the costs of these 
being estimated as 42°5 per cent and 41 per cent of the 
corresponding expenditure for a 3,000 V. d.c. installation. A 


* “A Preliminary Investigation of the Possibilities of Expansion of Railroad 
Electrification in the United States: A Report to the Supervisory Committee 
of the Joint Committee on Railroad Electrification.””_ Obtainable from the Edison 
Electric Institute, 420, Lexington Avenue, New York 17, New York, and 
Bituminous Coal Research Inc., 2609 First National Bank Building, 
Pittsburgh 22, Pa. Price $1.00 








704 THE 


50-mile spacing of substations with a minimum of two 
intermediate track-sectioning cabins is suggested for 24 kV. 
The method of supply on which the study is based is the 
use of Scott-connected transformers at the substations. 
The proposed structure spacing is 250 ft., with a dead load 
from the simple catenary system of less than 400 lb. per 
span. Various light types of supporting structures are 
described, and attention is drawn to the possibilities of 
assembly and erection with the minimum interruption of 
revenue traffic. 

Annual operating costs are shown to be very similar for 
3,000 V. d.c. and 24 kV. single-phase a.c., namely $26:3 
million and $26°1 million respectively. Corresponding 
annual figures are given as $34-8 million for steam and 
$31°8 million for diesel-electric traction. A final summary 
of the evaluation estimates that total annual expenditure 
with the 24 kV. system would be 4 per cent less than with 
3,000 V. d.c. The report looks forward to electric power 
costs in the U.S.A., in terms of the 1950 dollar, being per- 
haps as much as 10 per cent below present levels by 1970, 
while diesel fuel costs are expected to increase by possibly 
25 to 50 per cent. 

Discussing motive power, the report makes the some- 
what controversial statement that “no suitable traction 
motor has been developed yet for direct use of 60-cycle 
a.c. energy” and contemplates only motor-generator or 
ignitron (single-anode) rectifier locomotives. This attitude 
is based on the necessity for economic reasons of making 
maximum use of existing production capacity of d.c. equip- 
ment for diesel-electric locomotives, and of experience on 
the railways of its operation and maintenance. Attention 
is drawn to the possibility of converting diesel-electric 
locomotives to straight electric working by installation of 
a motor-generator set or a transformer and rectifiers, and 
research in this direction is recommended. The differences 
of approach in the report to the industrial frequency trac- 
tion problem, compared with current trends of thought in 
Europe, arise partly from local conditions but serve 
also to underline the field for experiment before final de- 
cisions are taken in any country. 


The Railway Executive Research Department 


HE hope that no attempt might be made to disperse 
research for British Railways as a whole among 
smaller and less effective units than at present, was expressed 
by Mr. T. M. Herbert, Director of Research, The Railway 
Executive, when giving the fourth Unwin lecture at the 
Institution of Civil Engineers on December 16. His subject 
was “The Development and Function of the Research 
Department of The Railway Executive ” and he said at the 
outset that while some might assert that the railway industry 
was set in such traditional lines as to be in no need of 
research, others expected research to produce magical results 
overnight by the wave of a wand. He himself suggested 
three good reasons for maintaining a research organisation. 
In the first place, although railways bought much material 
from manufacturers, they alone were fully aware of the 
day-to-day conditions in which equipment had to operate, 
and possessed facilities for studying its behaviour in service. 
Secondly, they built their own locomotives and rolling stock 
in large numbers; and in the third place, an internal research 
department was one of the best means of keeping abreast 
with the results of research undertaken elsewhere. It was 
an insurance against isolationism. Such an organisation 
also provided data on which decisions could be based with 
greater confidence than when individual personal views of 
the interested parties were all there was to go on. In cases 
of dispute it could act as a referee, weighing up the situation 
from an unbiased standpoint. 

Unification of the railways, Mr. Herbert continued, 
afforded an unique opportunity to study the whole problem 
of research afresh, and the British Transport Commission 
had been enjoined to undertake such activities in the Trans- 
port Act of 1947. Mr. Herbert recalled the formation of a 
committee with Sir William Stanier as Chairman, which 
had reported in 1948 and recommended the integration of 
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research facilities into a single department. This depart- 
ment began to function in 1951. The research organisation 
was in six major divisions, each under a Superintendent, 
while the fact that the Director of Research was responsi!+!e 
to the Chairman of the Railway Executive enabled 
scientific problems to be discussed at the highest level. 

Mr. Herbert reviewed the work of the six divisions, 
namely, engineering, metallurgy, chemistry, physics, textiles. 
and operational research. The Chemistry Division was 
numerically the largest and its activities were widespread 
One example of the useful work it performed was the stuci\ 
of combustion efficiency, in view of the fact that the rail- 
ways’ coal bill was £40 million a year and that quite a small 
improvement in methods of using coal could result in sub- 
stantial economies. Other branches of its activity had con- 
cerned the development of improved grease for axleboxcs, 
of a self-cleaning white paint, and of interior finishes with 
a high resistance to flame spread. The Engineering Diy 
sion was represented on the Locomotive Testing Committe 
but a subject still more suited to its facilities was the stud 
of the behaviour of locomotives on the track, weight distri- 
bution problems, performance of springs, smoke deflection 
and so on. The study of continuous braking for freight 
trains now in progress had been allotted to this divisio: 
Its investigations of permanent way phenomena included 
observation of a trial section ballasted to various depths 
between 6 and 54 in., and it had played an important part 
in the development of concrete sleeper design and methods 
of securing rails. One of the valuable features of a research 
organisation was that it had facilities for developing equip- 
ment which would facilitate its studies, one example being 
an axle-counting device to provide precise knowledge of the 
amount of traffic passing over permanent way unde: 
observation. 

In concluding his lecture, Mr. Herbert spoke of the special! 
tasks undertaken by the Operational Research Division, this 
being a type of work on the importance of which great 
stress had been laid by the Stanier Committee’s report. Its 
operations could be defined as the review of traditional prac- 
tices for the purpose of recommending change and improve- 
ments. As examples of the varied studies carried out, Mr 
Herbert quoted the examination of methods of handling 
passengers’ luggage seen in the light of changed social condi- 
tions since the nineteenth century. He concluded with a 
description of the work of the Textile Division, of which 
one of the most valuable functions was interpreting the 
specialised needs of the railways to the manufacturers of the 
many products comprised under this heading. 


October Operating Results 


HE need for finding an outlet for coal started public 
railways in 1825 and coal is still the main source of 
British Railways’ traffic in 1952. During the four-week period 
to November 2, coal and coke constituted over 60 per cent 
of the total originating tonnage. The forwarding of 
13,891,000 tons was a record for any four-week period since 
nationalisation, though far below the average four-weekly 
declaration of 14,473,000 tons throughout 1937, the last good 
year for both the former railway and colliery companies. 
Details for the October period given in No. 11 of Transport 
Statistics show great fluctuations in the Regional movements 
of coal and coke. Larger tonnages were put on rail in the 
London Midland, Eastern and North Eastern Regions, while 
the Western, Southern, and Scottish Regions reported sub- 
stantial decreases. For the 44 weeks to November 2 the 
position differs, the London Midland carryings being 
391,000 tons down and the Western 437,000 tons up. The 
Eastern Region made steady progress during these weeks 
and dealt with 770,000 more tons. The North Eastern also 
had a moderate advance of 189,000 tons, but the Scottish 
Region handled 463,000 fewer tons than in 1951, when its 
coal and coke traffic ran about 3 per cent above the 1950 
level. 
In October, the originating mineral traffic of 5,117,000 
tons was 106,000 tons (2.1 per cent) over 1951. This was 
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another record for a four-week period after 1948. The 
London Midland Region, which usually produces more than 
a third of the minerals, turned out 25,000 tons less on this 
occasion, but increases of 100,000 tons in the North Eastern 
Region, 68,000 tons in the Eastern and 18,000 tons in the 
Western wiped out decreases elsewhere. The serious set- 
back was in the Scottish Region where a loss of 43,000 tons 
(6.7 per cent) followed upon a gain of 206,000 tons during 
the first 40 weeks of the year. 

For the first time the October forwardings of merchandise 
and livestock fell below the four million mark. At 3,998,000 
tons they were 429,000 tons below the level a year ago (9.6 
per cent). This is the eighth consecutive period to show a 
substantial drop in high-rated traffic. The total decrease to 
the end of the October period was about 2,377,000 tons and 
the downward trend apparently continued during Novem- 
ber, when merchandise receipts were almost stationary in 
spite of higher rates and charges. This slump in merchan- 
dise business ‘held the total originating traffic in October 
down to 23,006,000 tons—only 7,000 tons above 1951 and 
10,000 tons below 1940. 


FREIGHT OPERATING STATISTICS 

In the October period British Railways worked 1,816 
million ton-miles, 63.6 million fewer than a year ago. This 
reduction of 3.4 per cent in the volume of freight working 
was spread over the whole system, the rate of relief varying 
from around 8 per cent in the Southern and Scottish Regions 
to little more than one per cent in the Eastern and Western. 
The average haul was three miles longer for merchandise, 
but four miles shorter for minerals and two miles shorter 
for coal. The train load of 162 tons was four tons less. 
Loaded wagon miles diminished by 13.1 million (4.9 per 
cent), but 1.2 million more empty wagon miles were worked, 
the percentage of loaded to total wagon miles falling from 
72.8 to 71.5. 

To deal with the lessened traffic movement, 161,000 fewer 
loaded train miles were needed (1.6 per cent). There was, 
however, an increase of 48,000 in empty train miles (3.5 per 
cent). Freight train engine hours were curtailed by 97,000 
(6.9 per cent) and shunting engine hours by 56,000 (4 per 
cent). Freight train speed improved by half a mile an 
hour to 8.57 m.p.h., the highest figure recorded for October, 
though well below the rate of movement in the seven pre- 
vious spring and summer periods. Headed by the North 
Eastern with a speed of 10.52 m.p.h., five Regions exceeded 
the all-line average: only the London Midland fell below 
it with a speed of 7.37 m.p.h. 

Another satisfactory result was the improvement in the 
significant statistic “net ton-miles per train engine-hour,” 
which measures the output of freight train operation. The 
October figure was 1,145, compared with 1,107 in 1951 and 
1,087 in 1950, and thus kept in line with the progress made 
in the previous 40 weeks of this year towards greater free- 
dom of movement. The allied statistic, ““ wagon miles per 
train engine-hour,” rose to 226, compared with 218 last year 
and 223 in 1950. All the English Regions helped to improve 
these statistics, the part played by the Eastern and North 
Eastern Regions being noteworthy, but the Scottish Region 
failed to maintain its 1951 high standard of performance. 


ELECTRIFIED FREIGHT LINES 

The volume of traffic moved over the Manchester- 
Sheffield-Wath electrified lines was disappointing. The 
number of wagon miles worked was 867,000, nearly 200,000 
less than in the March period. Freight engine miles totalled 
50,586, a decrease of 14,185 from the May figure which was 
the highest since electric operation began in February. Train 
engine miles were 2,861 less than in May and “ assisting 
required miles ” were reduced by nearly 10,000. Train speed 
was, however, only 6.77 m.p.h. against 8.52 m.p.h. in May. 
Of the 50 mixed traffic locomotives, which compose the 
electric rolling stock, none was in store and seven were 
under repair at November 2. 


RAILWAY PASSENGER TRAFFIC 


In the month of September, British Railways originated 
98,002,000 passenger journeys, 1,028,000 fewer than in Sep- 
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tember, 1951. Season-ticket holders made 2,531,000 more 
journeys (7 per cent), but that was the only increase in the 
volume of rail travel, 

For the nine months to September 30 the number of 
passenger journeys was 761,999,000, a decrease of 3,746,000 
(0.5 per cent) compared with the same period of 1951. The 
decrease would have been larger but for the issue of 
211,167,000 excursion, weekend and other cheap tickets, at 
an average fare of about Is. 6d. These cheap journeys in- 
creased by 14,867,000 (7.6 per cent), but the number of 
people paying higher fares, averaging 6s. at least, declined 
by 12,194,000 (6.4 per cent) to 178,025,000. This decrease 
followed upon a sharp fall of 9 per cent in travel at high 
fares during 1951. It may be that cheap tickets are being 
pushed at the expense of better paying business. For 
example, in the nine months of 1952, the Eastern Region 
issued 4,175,000 more cheap tickets, an increase of 27 per 
cent, but 5,114,000 fewer tickets in higher categories, a 
decrease of 11.7 per cent. 

The number of first class journeys in September was 
1,935,000, a decrease of 209,000 (9.7 per cent). The South- 
ern Region carryings were down 106,000 (18.4 per cent) 
and the Eastern Region lost 48,000 passengers, a quarter of 
the first class travel in September, 1951. 

In the nine months to September 15,833,000 people 
travelled “first,” a decrease of 2,659,000 (14.4 per cent) 
spread over all Regions as shown below :— 


Passengers Decrease 

Region lost per cent. 
London Midland " ‘és 989,000 15-0 
Southern 617,000 12-7 
Scottish sia se ; ee 436,000 15-5 
Eastern i “a oan _ 250,000 15-6 
Western aa me das ‘ 202,000 11-3 
North Eastern aad tia a 2 165,000 19-6 
Total ; : 2,659,000 14-4 


Last year first class journeys were 2.4 per cent of the total; 
so far this year the percentage barely exceeds two. 
RoaD TRANSPORT 

In the October period, British Road Services carried 
3,286,000 tons, 667,000 less than a year ago. This fall of 
16.8 per cent in traffic led to a cut of 8,486,000 in vehicle 
miles (13.1 per cent). 

The Tilling Group carried 4,004,000 more passengers (3.5 
per cent) and increased its car miles by 474,000 (1.8 per 
cent). The Scottish Group had 1,558,000 more passengers 
(2.6 per cent), but ran 413,000 additional car miles (3.2 
per cent). In an average week of October the two Groups 
carried over 70 million people and worked over 10 million 
car miles. Evidently they provide services which the public, 
both south and north of the Border, appreciate. 


Design of Springs 

i & is usually accepted that silico-manganese steels can 

withstand a higher mean stress in service than straight 
carbon steel. The advantage of oil-hardening over water- 
hardening is that the former is not so liable to hardness 
cracks and does not distort as much during quenching. On 
the other hand the heat-treatment of oil-hardening steel is 
more critical. In his paper dealing with the manufacture 
of laminated, helical, and coil springs, delivered before 
the North East Coast Institution of Engineers recently, 
Mr. W. E. Frost, Technical Director, John Spencer & Sons 
(1925) Limited, said that the majority of springs for railway 
rolling stock were, until 1945, made by hand. _Due to the 
very heavy demand and the shortage of skilled spring 
makers, it was necessary for mechanical methods to be 
adopted. 

The various analyses and treatments were referred to, 
together with modern methods for improving the life at 
higher stresses by grinding, shot-peening, and vapour 
blasting. The author said that consideration of the high 
stresses induced, and the fact that continual abrasive 
action betwen laminated spring plates, causing as much 
as 0:2 in. reduction in thickness in some 50,000 miles run- 
ning, led to the recommendation that it would be advisable 
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to treat springs in the same manner as tyres and other units 
which wear during service, that is, to decide a spring life 
and then replace with a new one. The increase in flexi- 
bility owing to plate wear was considerable, giving rise.to 
complaints that a repaired spring was “soft” and was 
liable to be dangerous if a worn spring was placed on the 
same vehicle as a new one. 

The difference in riding between a light and fully-laden 
vehicle had led to the development of progressive springs, 
where its shorter plates were not in contact with the longer 
plates and only functioned after a determined load. A 
recent design progressed in several stages, and was satis- 
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factory in service providing the gaps between the plates were 
maintained free from dirt. From the point of view of 
design of laminated springs, the author put forward severa| 
proposals as essentials, particularly for long springs, 
one being lateral location. A satisfactory solution was 
that used for road vehicles, namely heavy clips, not nibs 
or slots. Considerable numbers of failures had occurred 
through these positions. Examination and records over 
some years gave evidence of inherent weaknesses in design. 
The centre rivet or bolt was not an efficient centre fasten- 
ing, since spring plates broke through the hole and bolts 
sheared. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Impressions of Spanish Railways 


December 14 

Sir,—I was interested to read Baron Vuillet’s impressions 
of the R.E.N.F.E., as I visited Spain last summer and 
travelled fairly extensively by rail. Contrary to Baron 
Vuillet’s experience I seldom found a train which ran to 
time and, except on the Madrid-Irun main line, found the 
steam-hauled rdpidos desperately slow; moreover nearly 
all lines have an extremely infrequent service. Passenger 
rolling stock varied in comfort but was usually commend- 
ably clean (in contrast to most stations), though often badly 
maintained. I remember a fine modern all-steel coach in 
which I travelled from Port Bou to Barcelona; nearly every 
fitting was loose and the end doors could not be shut 
because the latches were broken. 

A consequence of the scarcity of trains, which I have men- 
tioned above, is that the railways are overwhelmed during 
the summer season, and I am not likely to forget a Satur- 
day night journey from Barcelona to Valencia in August. 
At Barcelona Termino a screaming mob fought for hours 
to get on board the twelve-coach train, and we finally left 
over two hours late with 22 bogie coaches on and two 
former M.Z.A. 4-8-O0s at the front end: as might be 
imagined, no speed records were broken that night ! 

Such overcrowding will be relieved in time by electri- 
fication and diesel traction; meanwhile both Spaniard and 
tourist must endure these conditions as best they can. 

On the credit side, one must mention the friendliness of 
the travelling public, and the ease of obtaining food and 
drink at almost any hour of the twenty-four, nor is the 
drink likely to be that warm liquid purveyed in British 
refreshment rooms. 

Finally, for the enthusiast there is a wonderful diversity 
of steam motive power, ranging from incredible relics 
of the 1850s to the massive products of the 1950s. 

Yours faithfully, 
E. E. SMITH 
Castle View, Stagshaw Road, Corbridge, 
Northumberland 


Underground Exits to East and S.E. London 


November 22 

Sir,—The Circle Line of London Transport is well 
supplied with exits to the suburban area on its west side. 
To the East there is only the route through the flat tri- 
angular junctions at Aldgate. This necessitates terminat- 
ing many trains from Western suburbs at Mansion House, 
Aldgate, Liverpool Street, and Moorgate; the former 
through trains from G.W. suburban stations to Liverpool 
Street, withdrawn in 1939, have not been restored. 

New outlets to the east would effect a great improve- 
ment. One might be a direct line from Moorgate on the 
Circle line to Wapping on the East London. Trains might 


run through to New Cross, and take over the working of 
certain Southern routes such as Dartford via Welling: 
and Charlton via Blackheath. Some extra independent 
trackage would be necessary, but the existing Southern 
services cannot be developed without it. On the new 
line from Moorgate new stations might be provided at 
Throgmorton Avenue, Fenchurch Street, and Upper East 
Smithfield. No difficulties would arise from interworking 
between the L.T.E. fourth-rail and Southern third-rail 
electrified systems. 

A second outlet could be provided by a short line 
from the Mansion House to Liverpool Street (main line), 
connecting there with platforms 1 and 2. It would pick 
up the line of the old tunnel connection, now a staff can- 
teen, but at a lower level to pass under the Circle lines. 
As the former G.E. suburban lines from platforms | and 2 
will presumably be electrified on the overhead system, the 
problem of interworking will be involved, but this will 
have to be tackled in any case when new north-south 
routes in the London Plan are built. An intermediate 
Station at Throgmorton Avenue on this line also would 
be an advantage, and this new station could have com- 
munication with the Bank Station similar to that from 
the Monument. 

The new lines would remove the necessity for through 
trains on the Circle line via Aldgate, and by closing the 
west side of the triangle the way would be open for a 
non-conflicting junction at Aldgate East. A non-con- 
flicting junction has been planned for Gloucester Road, 
and by a loop under Marylebone Station one could be 
provided at Baker Street. 

New Cross and New Cross Gate Junctions are well 
laid out, but the East London Railway is little used for 
goods as well as passenger traffic because of the awk- 
ward connections at the Northern end. Linking the 
proposed new line to Wapping also with the widened 
lines (or Northern City Line), at Moorgate, would open 
up a new route for interchange of goods traffic from the 
North to the Southern Region. It could be supplemented 
by completion of a spur from Whitechapel to the Eastern 
Region facing towards Stratford, on which construction 
began years ago. The limiting factor would be the 1 in 40 
gradients, but the route generally would be less severe 
than that via Snow Hill—in fact from Moorgate only two 
short lengths of 1 in 40, on either side of the Thames 
Tunnel, would be traversed. Closing the line from Far- 
ringdon to Blackfriars would enable considerable econo- 
mies to be made, the land in the City could be sold for 
a high price, and those who wish to see the removal of 
the bridge over Ludgate Hill would be pleased. Goods 
development in this South-East area should also include 
an efficient railway system in the Surrey Commercial 
Docks. 

Yours faithfully, 
R. G. R. CALVERT 
10, Bolton Avenue, Windsor 
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THE SCRAP HEAP 


Spot the Station 


It is something of a miracle that a 
small country town with a branch-line 
train service can pack a large theatre 
with five plays of one author from 
March to November.—From “The 
Observer.” 


Out of Plaice 


A bait of Dover sole brought out from 
hiding a black tom-cat that had been 
running wild in the railway tunnels near 
Leicester Square Underground station. 

An inspector of the Royal Society for 
the Prévention of Cruelty to Animals, 
who had searched for the cat for two 
nights, took it to safety—From the 
‘“ Evening Standard.” 


Dignity at the Bar 

Just what would happen if the cir- 
cular recently sent out by the Hotels 
Executive to Southern Region station 
buffets were also circulated to Regions 
covering Lancashire and Yorkshire is 
a fine subject for imagination. The 
circular calls for a stricter mode of 
address between customer and buffet 
staff. Customers must not be called 
by their Christian name and the staff 
are no longer to indulge in gossip with 
those who use the buffets... . 


“Sir” and “Madam” are terms 
which commend themselves to this 
outlook and _ presumably | in_ the 


Southern Region will be accepted as 
right. What would happen to all the 
“loves” and “ducks” farther north 
should such a circular venture farther 
north is interesting conjecture.—From 
“The Manchester Guardian.” 


Llanfair for Short 


The alleged full name of Llanfair 
Station (serving the village of Llanfair 
Pwll Gwyngyll) in Anglesey, on the 
Chester to Holyhead line, is set out in 
rustic lettering on the platform, as 
shown in the photograph reproduced 
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below. Reference to the fictitious nature 
of the full name was made in our issue 
of November 7 last. 


They Shall Not Pass 

A cow on the main-line bridge linking 
Devon and Cornwall held up three 
passenger trains for 90 minutes. ... She 
charged railwaymen who tried to drive 
her off. Then her calf was brought from 
a nearby station. After a few minutes 
muzzling, cow and calf trotted away 
contentedly and the trains moved on.— 
From the “ Daily Express.” 


Experientia Docet 


A correspondent quotes the following 
paragraph which appeared recently in 
the Birmingham Post. “A _ colleague 
who rode in the new French track-test- 
ing coach from Paddington today teils 
me that he was somewhat startled to 
note the legend on its side—S.N.C.F. 
Voiture D’Experiences.” It is unlikely, 
he says, that we should immediately 
associate the word expérience with the 
idea of a testing vehicle, but in this we 
should be misled because it here relates 
to a scientific experiment. He gives 
some French railway terms which 
although similar in spelling do not 
necessarily have exactly the same mean- 
ings as their seeming English counter- 
parts—station, wagon, train special, 
correspondance, signaler, On the train 
passengers are voyageurs and the word 
passager is reserved for those making 
a voyage on a boat. It may be neces- 
sary to have one’s heavy luggage labelled 
and this will be done with an etiquette 
whereas both the valise and the servi- 
ette can be placed on the luggage rack. 

Such variations may be endless, he 
concludes, but it is at least consoling to 
know that the voiture d’expériences is 
serving a useful purpose in improving 
rail travel, which here, as in France, 
faces many forms of competition (con- 
fusingly translated by the word con- 
currence). 
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Two-foot lettering required for full name of Llanfair Station L.M.R. 


“Paper Mosaic” Christmas Poster 
Two thousand torn-up pieces of 


coloured paper were used by the artist, 
Mr. Hans Unger, to make the London 
reproduced below, 


Transport poster 





which depicts Father Christmas selling 
toys in a West End shopping street. 

A new technique was used which he 
calls “ paper mosaic.” He painted 30 
different sheets of paper in various 
colours, tore them into small pieces, 
and stuck the fragments together. The 
idea, says Mr. Unger, came to him 
when he saw the famous Ravenna stone 
mosaic reproductions exhibited in 
London earlier this year. He has tried 
to give the same effect with pieces of 
paper and took four days to complete 
his picture. 


New Year’s Eve 

The eagerly awaited hour draws near; 

What lies beyond the threshold, gloom 
or cheer? 

Shall we be heartened for our sojourn 
here, 

Or will the fates, as usual, interfere 

And impregnate the transport atmos- 
phere 

With frequent doses of frustrative fear? 


Into the dark with hopeful eyes we 
peer; 

May every signal show the lines 
clear ”’; 

May we be lifted from despondence 
drear, 

Leave the old year to moulder on his 
bier 

And, without backward glance or futile 
fear, 

Take up the challenge of this brave New 
Year. 


* All 


A. B. 
E2 
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OVERSEAS RAILWAY 


SOUTH AFRICA 


Railway Finances 

The accounts for the financial year, 
which have now been finalised, show 
that the operation of the railway, har- 
bour, steamship, airways and _ aero- 
drome services resulted in a deficit of 
£449,013 for March, 1952. There was 
a surplus of £6,370,057 for the financial 
year ended March 31, 1952, in com- 
parison with one for the financial year 
1950-51 of £8,470,323. 

The surplus for the last financial 
year was £1,235,943 less than the esti- 
mated surplus of £7,606,000 which was 
expected when the revised estimates 
were framed. The difference is because 
receipts from the railways, mainly from 
goods traffic, were less than expected. 

All the services except airways and 
aerodromes showed a surplus during 
1951-52. The gross totals were: rail- 
ways, £5,585,564; harbours, £2,104,539; 
steamships, £187,403. Net revenue ap- 
propriations for the year came to 
£1,211,000, which, deducted from the 
gross surplus of £7,581,057, leaves the 
surplus of £6,370,057 already men- 
tioned. 


MEXICO 


Modernisation of Pacific Railroad 

A new Export-Import Bank credit of 
$15,000,000 is to be applied entirely to 
the modernisation of the Ferrocarril del 
Pacifico (Pacific Railroad), the former 
Southern Pacific Railroad acquired by 
the government from American interests. 
The work is expected to be completed 
within four years. The credit is in addi- 
tion to $5,000,000 lent when the system 
was taken over. 

The total cost of the whole 
project is estimated at 250,000,000 pesos 
($28,980,000) and with total Eximbank 
credit amounting to 172,000,000 pesos 
($20,000,000), the remainder is to be 
raised privately and by the State govern- 
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ments of Sonora, Sinaloa, Nayarit and 
Jalisco, which directly benefit from the 
modernisation of the railway. To guaran- 
tee repayment of the loan, the Depart- 
ment of Communications is considering 
an increase in freight rates which 
probably will be from 10 to 20 per cent. 
The Chamber of Commerce of Los 
Angeles has offered a _ credit of 
$7,000,000 for the purchase of 1,000 box 
cars. There is a shortage of freight 
wagons, particularly during the harvest- 
ing season. The loan is to be repaid in 
30 years, with interest at 45 per cent 
annually. 


BERMUDA 


Proposal to Restore Railway 


The Society for the Restoration of 
Bermuda will conduct its main cam- 
paign against motor transport in the 
island next February, to coincide with 
the election of the new House of 
Assembly. It proposes an investigation 
into the possibility of reintroducing rail 
transport. 

The Bermuda Railway, comprising 22 
miles of standard gauge line, was 
opened in 1931. It was taken over by 
the Government from the Bermuda 
Railway Co. Ltd., in 1946, after all re- 
strictions on the use of motor vehicles 
in Bermuda, imposed in 1908, had been 
lifted, and was dismantled in 1948, 
when the track and equipment were 
sold to British Guiana. 


SPAIN 
Electrification Progress 

Execution of the R.E.N.F.E. electri- 
fication programme is reported to be 
making satisfactory progress. The plans 
drawn up in 1951 provide for conver- 
sion of 850 route miles, bringing the 
total electrified to over 1,800, out of a 
total route-mileage of 11,000. The 
necessary traction equipment has been 





Ambulance coach for conveying invalid pilgrims, converted from French 
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AFFAIRS 


ordered and the overhead equipment is 
being installed. The operating cost of 
an electric locomotive is estimated at 
170 pesetas an hour, against 560 for 
steam. Completion of the project is 
expected to result in annual savings 
of 230 million pesetas and of 450 mil- 
lion tons of coal. 

Railway electrification must be seen 
against the background of the expand- 
ing system of hydro-electric power sia- 
tions in Spain, besides thermal powe1 
stations. The output of electric pow 
in Spain totalled 8,548 million kWh in 
1951, 20 per cent more than in 195) 
In 1949, the persistent drought then ob 
taining in Spain left a demand fo: 
1,612 million kWh unsatisfied; in that 
year 20 hydro-electric power stations 
were building, of which seven were com- 
pleted in the meantime. By 1955 there 
are to be 58 large hydro-electric powe! 
stations in production with an output of 
14,000 million kWh. 


SWITZERLAND 
International Train Cruises 

The railways of six countries, Austria. 
Belgium, France, Italy, Switzerland and 
Western Germany, participated in the 
summer of 1952 in the scheme approved 
by the International Union of Railways 
for running international train cruises 
Of 20 trains run, twelve visited Switzer- 
land, while four Swiss trains toured in 
other countries. The Swiss trains are 
reported to have proved particularly 
successful; their net receipts in 1952, at 
Swiss fr. 60,590, were 88 per cent higher 
than the 1951 total for train cruises. 


FRANCE 


Paris Metro Surplus 


The Paris Metro and bus system, ad- 
ministered by the R.A.T.P. (Régie 
Autonome des Transports Parisiens) 
will close 1952 with a surplus estimated 
at fr. 500,000,000. The news has been 
well received by the Paris public as 
until recently there had been rumours 
of another rise in fares. Not only has 
the R.A.T.P. earned a substantial sur- 
plus, but also it has managed to finance 
its Own expenditure on new material to 
the amount of fr. 2,200,000. It plans 
also to place an order this month fo: 
the construction of 600 buses of an im- 
proved type to be ready for service 
within eighteen months. 


Pilgrim Ambulance Coaches 


Obsolete sleeping cars have been con- 
verted into ambulance coaches for in- 
valid pilgrims at the request of pilgrim- 
age travel agents. They have been re- 
arranged internally to make them avail- 
able also for the conveyance in couch- 
ettes of travellers in groups and families 
on holiday. 

Double doors, opening outwards on 
either side of the coach, admit invalids 
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carried on stretchers up the steps of a 
movable gangway made of light alloy. 
When not in use the gangway may be 
folded and stowed away in a box under 
the coach. Forty-eight couchettes in 
three tiers line the coach sides. The 
lowest tier is fixed and the position of 
the other two is adjustable. Along the 
middle of the coach are eight additional 
beds making the total accommodation 
56. To give nurses easier access to 
patients on the top tier, the middle 
couchette may be lowered to rest on the 
bottom tier and then the top couchette 
adjusted at a convenient level. Space 
at the ends of the car enables nurses to 
prepare infusions. Toilet accommoda- 
tion is also provided. 

The first cars thus converted were in- 
cluded in the make-up of pilgrimage 
trains to Lourdes, starting from Tours, 
Chartres, and Angouléme, in the sum- 
mer of 1951. Other improved ambu- 
Jance coaches are now in service and 
ure stated to be highly appreciated. 

Rolling Stock Exhibits 

The National Railways and the In- 
ternational Sleeping Car Company dis- 
played modern rolling stock in an ex- 
hibition on November 8, at the Gare de 
Lyon, Paris. At a demonstration on the 
previous afternoon by the Institut 
d’Esthétique Industrielle, © Monsieur 


Publications Received 
British Express Locomotive Develop- 
ment: 1896-1948. By Edward Cecil 
Poultney. London: George Allen & 
Unwin Limited, Ruskin House, Museum 
Street, W.C.1. 10 in. x 7 in. 175 pp. 
Illustrated. Price 21s.—Mr. Poultney has 
chosen the year 1896 to begin his survey 
of locomotive designs for sound reasons. 
In that year the famous Caledonian Dun- 
alastair made its appearance. The “ Race 
to Aberdeen ” between the railways mak- 
ing up the West and East Coast routes 
the year before had proved express loco- 
motives of that period to have unsus- 
pected capabilities and drew the atten- 
tion of designers to the possibility of 
improving train services by making 
longer runs between stops and at higher 
speeds, and the “* Dunalastair ” class was 
one of the first fruits. By the end of the 
century Worsdell’s 4-6-0 express passen- 
ger locomotives made their appearance 
on the North Eastern, indicative of the 
great strides made in design in some five 
years. The first passenger engines built 
by Ivatt on the Great Northern were of 
the 4-4-0 type, but these were followed 
by his first * Atlantics * which came out 
in 1898. Their chief feature was the large 
boiler made possible by the extra carry- 
ing wheels; the author compares them in 
a table with contemporary American 
* Atlantics.”” What may be said to be the 
basis of modern locomotive design were 
Churchward’s Ernest Cunard and 
Albion, placed in service in 1903. Im- 
portant new features were embodied in 
their design; the steam ports were 
opened out and 10 in. dia. long-lap 
piston valves with a full gear travel of 
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Louis Armand, Director-General of the 
S.N.C.F, who presided, stressed the im- 
portance of «esthetic appearance in rail- 
way rolling stock and its effect on the 
travelling public. Monsieur Widhoff, 
Deputy Director-General of the Inter- 
national Sleeping Car Company, traced 
the history of the development of the 
company’s cars and particularly of the 
interior decorations, illustrating his re- 
marks with lantern slides. Progress 
made by the S.N.C.F. in the construc- 
tion and decoration of its passenger 
stock was the subject of other addresses. 

Exhibits at the Gare de Lyon in- 
cluded a Co-Co locomotive; a stream- 
line 4-6-4 steam locomotive; a 600-h.p. 
railcar; a sleeping car de luxe with 16 
places and a saloon-bar of the “ Blue 
Train”; a model of a second class 
coach with twenty individual compart- 
ments; a composite first and second 
class S.N.C.F. coach built of stainless 
steel; one of the rubber-tyre alumi- 
nium alloy coaches running between 
Paris and Basle; and a third-class light 
metal coach. 


Bonding Rails on Electric Lines 

On S.N.C.F. electrified lines, difficul- 
ties have been experienced in bonding 
running rails to enable them to be used 
for negative return. A copper bond is 
used, whose ends are welded to the ends 


61 in. were a significant advance in 
British practice. Of special value are 
the many diagrams of horse-power 
developed and boiler performance 
which Mr. Poultney has _ included. 
Few will quarrel with his selection of 
“stepping stones” as he _ describes 
the types which in his view mark 
progress in design. “Castles,” “ Royal 
Scots,” “ Schools,” and many others find 
a place, and he concludes with * Pepper- 
corn’s Pacifics””’ of 1948. 


Calendars for 1953——We acknowledge 
the receipt of calendars for 1953 
from:—TIhe South African Railways; 
the Illinois Central Railroad; British 
Timken Limited; Ruston & Hornsby 
Limited and Davey, Paxman & Co. 
Ltd. 


Office Filing Systems.—Remington Rand 
Limited has brought out a_ booklet, 
“Profitable Filing,” setting out the 
company’s accumulated experience of 
solving filing problems, by a com- 
prehensive range of modern filing equip- 
ment. An analysis and survey service is 
available to assist executives in any part 
of the country who are planning to im- 
prove of enlarge their present filing 
systems. 


Metal Cutting Oils and Lubricants.— 
Details of its range of metal cutting 
oils, drawing compounds, hydraulic oils, 
rust preventives and so on appear in an 
illustrated booklet issued by Edgar 
Vaughan & Co. Ltd. Particulars are 
given of Cutmax, a light-coloured cut- 
ting oil, soluble cutting oils, Solcut, 
Misceo, Evsol, and Hocut, the latter a 
translucent type, together with grades 
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of adjacent rails. Until now it has been 
necessary to employ two men on this 
operation, one performing the welding 
and the other holding the bond in at the 
correct angle and in the correct position 
by means of a suitable tool. 

An employee of the South-Western 
Region has developed a device which 
allows one man to carry out the weld- 
ing of the bonds. The apparatus con- 
sists of a form of guide rod which can 
be clamped on to the head of the rail. 
Two steel bars, which rest along the web 
of the rail, are so arranged as to hold 
the copper connection in the exact posi- 
tion in which it is required to be welded. 
The actual welding can then be carried 
out by one man, and the apparatus sub- 
sequently unscrewed. 


IRELAND 


Dismantling Glenties Branch 

The work of dismantling the aban- 
doned Stranorlar-Glenties branch of the 
County Donegal Railways has begun. 
From the track, 2,000 tons of steel have 
been purchased by a Dublin foundry. 
[his consists of rails, bolts and fasten- 
ings, and the traffic is moving in wagon 
loads over the G.N.R. to Dublin. In 
addition, 100 tons of scrap rails have 
been sent to Mohill, in Leitrim, and 
another 100 tons to Clones. 


of drawing compounds, hydraulic oils, 
rust preventives and industrial cleaners. 
The illustrations include one of the 
laboratory testing and heat treatment 
department for the development of the 
firm’s products. 


Aluminium Casting Alloy—A new 
data sheet issued by Alar Limited 
gives the characteristics of LM-13 alu- 
minium casting alloy, a low-expansion 
quality for pistons. It is used for all 
types of diesel and petrol engines and 
for other engine parts operating at 
elevated temperatures. The alloy has 
the advantage of good bearing proper- 
ties and a low coefficient of thermal 
expansion. 


Facts and Figures about British Rail- 
ways. Issued by the Railway Execu- 
tive, 222, Marylebone Road, London, 
N.W.1.—This booklet is a republica- 
tion of one last issued jointly by the 
four main-line companies in 1947. The 
information covers a wide field, and 
gives a good indication of the scope 
and extent of the activities of the 
busiest railway system in the world. 
The contents include financial results 
for 1951; the organisation of British 
Railways; summaries of facts as to roll- 
ing stock, structures, and so on; fares; 
passenger train speeds; containers and 
pallets; freight traffic figures; branch 
line closing; much information as to 
motive power and rolling stock; elec- 
trification; signalling; marine services; 
and staff and welfare matters. It would 
be hard to find more useful and better 
presented factual information in 32 
pages. 
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Boilers for Train Heating 


Fully-automatic oil-fired boilers having a 
capacity of 2,000 lb. of steam an hour 


THE first of three boilers recently 
ordered by British Railways from 
Spanner Boilers Limited Hopton Road, 
London, for train heating, has under- 
gone its final test at the works of 
A. G. Wild & Co. Ltd., Charlotte Road, 
Sheffield. The boiler is a fully-auto- 
matic oil-fired, Spanner patent Swirlyflo 
design with a capacity of 2,000 lb. of 
steam per hour, working at 80 Ib. p.s.i.g. 
On completion these three boilers will be 
installed, one in each of diesel-electric 
locomotives Nos. 10000 and 10001, and 
one in the Brown-Boveri gas-turbine 
locomotive No. 18000. They will replace 
other train heating boilers of a smaller 
capacity already installed in the locomo- 
tives. 


Design Features 


Due to the limited space available, 
for the output required, the design of 
the boiler required careful consideration. 
The boiler is of welded construction and 
consists of an outer shell 3 ft. 6 in. dia., 
into which is welded a cylindrical fire- 
box and combustion chamber. The top 
plate of the firebox and bottom plate 
of the heating chamber are drilled tc 
take 222 Swirlyflo tubes 14 in. dia. and 
14 stay tubes also I} in. dia. The 
Swirlyflo tubes are expanded and the 
stay tubes welded in position; the boiler 
is 6 ft. 6 in. from base to the crown. A 
portable top cover plate is provided 
which is easily removed for tube clean- 
ing. 

Provision is made for firing the boiler 
through a short tube connecting ithe 
outer shell to the inner shell of the fire- 
box. A Laidlaw Drew, Spanner Snail 
type oil burner, designed for the limited 
space available, is bolted to the outer 
shell and fires through a_ heat-resisting 
steel quarl. The baseplate of the boiler 
is protected from the flame by a layer of 
refractory brickwork. The burner is 
designed for burning diesel oil, and in- 
cludes the necessary electric ignition 
equipment and rotary convertor. 

The boiler mountings include a Laid- 
law Drew condensate type feed-water 
regulator and bye-pass valve, incorporat- 
ing a shut-off valve for manual opera- 
tion when the boiler is cold, a thermo- 
static low-water, cut-out switch and a 
flame failure cut-out switch. A Broad- 
wall, double-acting, three-cylinder, elec- 
trically driven, reciprocating pump sup- 
plies the boiler feed-water through a 
feed check valve. The feed-water pump 
runs continuously, the output from it, 
when not required by the boiler is by- 
passed back to the feed-water tank. 

All necessary controls are grouped on 
a panel, which can be fitted either to the 
boiler shell or on an adjacent bulkhead, 
whichever is desired. The controls con- 
sist of steam and oil pressure gauges, and 
isolating switch, starting button, alarm 
lights, one for low-water and one for 
flame failure, together with conduit- 


leads for the necessary wiring; the train 
pipe pressure gauge is supplied by 
British Railways. 


Flame and Air Control 


The burner is of the type in which 
the oil is atomised under pressure, and 
where the combustion air is supplied by 
a forced draught fan. Both the fuel 
pump and the fan impeller are directly 
driven by an electric motor. The set is 
so designed that when the fuel pump 
is stopped the oil burner is automatically 


signed that the air supply is regulated 
to suit the amount of oil burnt. 

When shutting down the burner fo: 
a short period, it is only necessary to 
close the oil supply at the burner, the 
burner motor being stopped automatic- 
ally by the flame failure device; the feed 
water is also by-passed automatically 
the main fuel supply can be shut or noi 
as desired. 

If shutting down for a long period it 
is necessary to switch off at the main 
switch, close the supply at the main fue! 





The first Spanner patent Swirlyflo boiler under test at the maker’s works 


shut. The oil output from the jet is 
governed by an automatic-pressure, fuel 
control valve, which adjusts the fuel 
return according to the pressure of steam 
in the boiler. A fuel supply gauge in- 
dicates the pressure provided by the fuel 
pump to the jet—normally 100/125 Ib. 
per sq. in. and a fuel return gauge in- 
dicates the pressure of the oil returning 
from the jet. 


The retura pressure will, at full jet 


output, be from 70 to 80 per cent of 
that shown on the supply gauge; the 
lower the return pressure, the greater is 
the amount of oil allowed to return from 
the jet. At minimum flame conditions 
the return pressure should be approxi- 
mately 30 to 40 per cent of the supply 
pressure. The air-control valve is 
hydraulically operated. The piston 
of the hydraulic mechanism is subject to 
the fuel return pressure, and is so de- 


tank and also the inlet oil valve on the 
burner. It is also recommended to re- 
move and clean the burner, since if the 
burner tube and jet is left in position the 
heat from the firebox will make the resi- 
due of oil left in the burner sticky, re- 
sulting in bad oil atomisation on re- 
lighting. 


Boiler Maintenance 


From the point of view of mainten- 
ance it is claimed that when operated on 
properly treated water, the boiler should 
remain free from scale on the water 
side. Four sight holes, and four mud- 
holes are, however, provided for occa- 
sional inspection and washing out. On 
the fire side, provided that the oil burner 
is properly set and functioning correctly, 
the heating surface should remain en- 
tirely free from soot, since the burner 

(Continued on page 721) 
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South German Electrification Schemes 


Main lines to be converted in 
north-eastern Bavaria and Baden 


HE scheme for electrification at 
15,000 V., costing some D.M. 
127,000,000, now in progress in the 
north-eastern part of Bavaria, com- 
prises the conversion of the Nuremberg- 
Aschaffenburg-Frankfurt main line. It 
links up at Fiirth, five miles from 
Nuremberg, with the electrified Nurem- 
berg-Fiirth section of the Nuremberg- 
Bamberg-Ludwigsstadt main line which 
has been electrified throughout ; Ludwigs- 
stadt is on the Zonal boundary, the elec- 
trified line continuing thence in Eastern 
Germany to Leipzig; this last section 
formed part of the prewar  Berlin- 
Munich - Innsbruck - Verona-Florence- 
Rome route. 




















German Federal Railways, that of the 
Austrian Federal Railways line from 
Passau to Wels on the electrified Salz- 
burg-Linz main line, and conversion of 
the Amstetten-Vienna main line now 
almost complete, will result in electric 
traction nearly all the way between 
Frankfurt and Budapest, as there is a 
gap of nearly 50 miles between Vienna 
and the Hungarian frontier at Hegyesha- 
lom, whence there is electric traction to 
Budapest. 


Financial Assistance from States 
The priority given to the electrification 
of the Bavarian lines mentioned above 
has been made possible by the Bavarian 


Nuremberg-Frankfurt section in re- 
lation to international through routes 
in South Germany 





To Hanover, Berlin, Russian cone < 
To Cologne fort gand Hamburg Ludiess® & 
\) rc 
hae vu > 
4 ‘eattt : 
4 J 
5 
French $ 
Ss 
&< 
Zone 
Mannheim: 
ts, 
ce 
Fe serasbevig 
and Paris 
<q 5S 


ogee 


& = bet ad wt 
% Feldkirch yer ™ 


i 













are, To Verona and Rome 


To Hegyeshalom 
and Budapest 
2 


100 Miles 





U s T R I A 








Work is in progress between Fiirth and 
Wiirzburg-Zell, some 59 miles, and it is 
believed that it will be completed with- 
in three years. Subsequently, the Wiirz- 
burg-Zell-Aschaffenburg section, 53 
miles, is to be electrified in two years, 
leaving the Aschaffenburg-Frankfurt sec- 
tion (29 miles) to be dealt with. The 
Wiirzburg - Zell - Aschaffenburg section 
comprises the Spessart incline, six 
miles east of Aschaffenburg, with a 
ruling gradient of 1 in 50. Electrifica- 
tion of this difficult section will enable 
the travelling time between Aschaffen- 
burg and Gemiinden, 32 miles to the east 
of Aschaffenburg, to be reduced by 20- 
40 per cent. 


Through Route to Vienna 


The Aschaffenburg-Wiirzburg-Nurem- 
berg electrification, with the already 
electrified Nuremberg-Regensburg main 
line, 63 miles, will result in an electrified 
main line, 181 miles long, across the 
whole of northern and north-eastern 
Bavaria. Electrification of the Regens- 
burg-Passau main line, 73 miles, for 
which a scheme has been prepared by the 


Government participating in the cost. 
Altogether D.M. 143,500,000 has been 
earmarked for railway electrification in 
Bavaria. The financial assistance given 
by the Government of Bavaria, similar to 
that given by the Governments of Wurt- 
temberg and of North Rhine/ Westphalia 
(the latter for the Ruhr electrification) 
has hastened implementation of railway 
electrification schemes in Western Ger- 
many, as the Federal Railways are not in 
a position to provide the funds. 

Sixty electric locomotives and ten 
electric railcars will be required for 
working the Nuremberg-Aschaffenburg 
sections, replacing 120 steam locomo- 
tives, and resulting in an annual saving 
of some 250,000 tonnes of high-grade 
coal. 

Within the framework of the recent 
economic negotiations between Western 
Germany and Switzerland the financial 
aspects of electrification of the main line 
between Basle and Karlsruhe was dis- 
cussed and a satisfactory solution has 
been found, according to a statement 
lately made by Dr. Seebohm, the West 
German Federal Minister of Communi- 


cations. It is anticipated that the con- 
version of this line (121 miles) will be 
taken in hand in the near future. 

Electric traction was introduced last 
May on two short standard-gauge links 
in southern Baden. The first one con- 
nects Weil, on the Basle-Karlsruhe main 
line, with Lérrach, on the electrified 
Basle (German _ Station)-Schopfheim- 
Zell (Wiesental) line, slightly less than 
four miles long. The second is the Basle- 
Weil suburban section of the Basle- 
Karlsruhe main line mentioned above. 
These two conversions completed the 
electrification of the suburban lines radi- 
ating from Basle (German Station) to 
the north. 


CREDIT FOR GERMAN ELECTRIFICATION.— 
The Government of North-Rhine West- 
phalia has granted an initial credit of 90 
million Marks (about £7-5 million) to en- 
able a beginning to be made with elec- 
trification of railways in the Rhine and 
Ruhr areas. The first trunk route to be 
dealt with is Dortmund-Essen-Duisburg- 
Dusseldorf. Reductions of some 20 per 
cent in travel time are estimated, and 
within the closely built up area of the Ruhr 
even by 30-40 per cent. Saving in time 
for freight transport would amount to one- 
third. The Hamm-Dortmund line would 
be dealt with next and gradually a network 
of 4,000 miles would be electrified and 
linked up with the Southern German net- 
work. 


INCREASING BRIDGE CLEARANCES’ FOR 
VALENCIENNES - THIONVILLE ELECTRIFICA- 
TION.—In connection with the installation 
of catenaries on the Valenciennes-Thion- 
ville line, of the French National Railways, 
to be electrified at 50 cycles, it was found 
necessary to increase the clearance of a 
number of overbridges from 15 ft. 9 in. to 
16 ft. 84 in. At some places the track was 
lowered but at others this was not practic- 
able. It was therefore decided, for re- 
inforced concrete bridges of more than 
one span, to raise the structure bodily by 
the required amount. 

Tests of two different methods were 
carried out on a five-span bridge at Tournes 
between Charleville and Hirson. The first 
method necessitated clearing the earth 
around the foundations of the pillars sup- 
porting the span to be raised, and prising 
up these supports from below. The second 
method which entailed cutting a cross- 
section of the pillars, jacking up the bridge 
deck and filling in the gaps in the pillars, 
was found to be the more economic and 
was used for raising the Rouvroy three- 
span overbridge. This bridge is supported 
on four girders, each resting on four con- 
crete pillars, and, before cutting these 
pillars, temporary supports were erected 
and the weight of the deck taken on fifteen 
50-tonne jacks. Weight of the deck, with 
road surface, of the Rouvroy bridge is 400 
tonnes. The actual lift of 12-6 in. was 
carried out in six hours without interrup- 
tion to or slowing down of rail traffic; road 
traffic was interrupted in all for five days 
whilst the lifting took place and the sup- 
ports were reconstructed. 
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New Locomotives for Gotthard Line—2* 


Electrical features and characteristics 


of \ six-motor 


WIEN laying down the characteristic 
features of the electrical equip- 
ment of the new Gotthard Co-Co loco- 
motive, it was possible to take advan- 
tage in a large measure of the experi- 
ence gained with the Bo-Bo locomotives 
of classes “Re4/4” of the Swiss 
Federal Railways and “ Ae4/4” of the 
Berne - Létschberg-Simplon Railway 
(BLS), built within the last few years. 
This applied especially to the 4,000- 
h.p. Létschberg locomotive, the speci- 
fied trailing load of which differed from 
that of the Gotthard locomotive in the 
ratio of 2 to 3, the maximum speed of 
125 km.p.h. (78 m.p.h.) being the same 
in both cases; and also the specified 
practicability of using the locomotive 
for freight and express passenger trains. 
The full utilisation of the adhesion 
weight on the basis of normal starting 
conditions on the 1 in 37-40 grades with 
the admissible axle load of 20 tons re- 
sulted in a traction motor capactiy of 
1,000 h.p. per driving axle. This allowed 
of the application of the same driving 
motor which had been well tried on the 
“ Ae4/4” BLS locomotive during eight 
years of operation. 

In the table opposite the motor 
capacities for one-hour and continuous 
operation, and the corresponding trac- 
tive efforts and speeds, are given; the 
speeds and efforts are referred to an 
average driving wheel diameter of 1,230 
mm. (484 in.) and a gear ratio of 1:2°22. 
Wheel diameter with new tyres is 1,260 
mm. (494 in.). 

The maximum tractive effort of 
32,000 kg. (71,000 1b.) corresponds to 
an average starting current of about 
3,200 amp. per motor. The prescriptions 
of the International Railway Union 
were specified for temperature rise and 
dielectric strength test. 


Motor Design 


The 14-pole single-phase traction 
motor has frames, air intake, and in- 
spection openings and suspension feet 
of interesting welded construction 
which has allowed of reducing the 
motor weight to a minimum. The end- 
shields are steel castings, so as to ob- 
tain the necessary mechanical resistance. 
The frames of all six motors are of the 
same design and __ interchangeable, 
although the central motor is mounted 
vertically above the axle in the bogie 
while the other two are arranged in an 
inclined position relative to their axles 
in order to make the best use of the 
available space. 

The motors are built in the bogie in 
such a way that the air intake connec- 
tions are all on the same side, against 
the outer wall of the locomotive, and 


* Part 1 of this article appeared in our issue of 
November 28 : 


single-phase 


the commutators lie on the side of the 
inspection corridor inside the locomo- 
tive. The armature is supported on 
roller bearings at each end, and mica- 
silk and glass-tissue have been used as 
insulating materials. Air for the 
forced-ventilation is drawn in through 
louvres in the locomotive side wall and 
forced by a double-blower, with com- 
mon driving motor between, into the 
three traction motors of each bogie. The 
oil coolers for the transformer are situ- 
ated in the air ducts immediately behind 





design 


the louvres, and the additional equip- 
ment for the regenerative braking sys- 
tem is also placed in the air duct. Air 
filters behind the intake openings in the 
side walls prevent dirt and snow from 
being drawn into the air ducts and 
motors. 


Control Equipment 


In spite of the fact that all six trac- 
tion motors are connected in parallel, 
as is the most suitable arrangement for 
a mountain locomotive, the amount of 
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Locomotive power circuits (above); and (below) regeneration circuit using 
traction motor No. | as exciter 
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Referred to one motor 


Torque, 


H.p. m.kg. R.p.m. Vv. 
One-hour 1,000 1,010 710 390 
Continuous ... 900 860 750 390 


apparatus for speed control is moderate. 
[he necessary switchgear for the motor 
circuit comprises mainly, per group of 
three motors or per bogie, three single- 
pole electro-pneumatic contactors built 
by Sécheron at Geneva and an electro- 
pneumatic reversing and __ braking 
change-over switch with four positions 
for motoring and braking, forward and 
everse. It is possible to isolate each 
motor in case of a failure by lifting-off 
the respective contact-fingers on this 
switch. 


Transformer and Tap-Changer 

Speed regulation of the locomotive is 
accomplished in the primary circuit of 
the transformer by means of the Brown 
Boveri high-tension control which has 
been used in various locomotives of the 
Swiss Federal and other railways. This 
type of control is especially suitable for 
locomotives of high capacity and with 
large motor currents, as the current that 
has to be broken on the primary side is 
reduced in the inverse ratio of the pri- 
mary to the secondary voltage. The 
tap-changer is notable in requiring only 
three mechanical contactors for break- 





Main transformer of 4,500 kVA continuous rating with 
radially-laminated core, and provided with circulating oil 


THE RAILWAY GAZETTE 
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Total tractive 
effort of 
locomotive at Ret ay eH 
Amp wheel treads, ee sic 
: kg. (Ib.) 
2,150 21,200 (46,738) 74-0 (46:0) 
1,920 18,000 (39,683) 78-5 (48-8) 


ing the current; none of the other regu- 
lating contacts is submitted to any cur- 
rent-breaking duty, and their movable 
parts are built as rollers, so that there 





One of the six-pole force-ventilated 
single-phase 1,000 h.p. (one hour) 
driving motors 


cooling and built-in 27-step tap-changer 
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is practically no wear of the equipment 
in operation. 

The control apparatus, forming a 
high-tension tap-changer with 27 run- 
ning positions, is virtually a constituent 
part of the transformer. This latter is 
of the well-known type with central core 
and radial laminations as built by 
Brown Boveri in recent years for over 
155 electric locomotives and motor 
coaches. The laminated iron yoke is 
composed mainly of the radially-lami- 
nated cylindrical main column and of 
the magnetic return yokes in E-form 
which are bolted to it. The cylindrical 
primary and secondary windings, the 
control winding, and a special winding 
for the auxiliary circuits are arranged in 
the space between column and yokes. 

The heating equipment is connected 
to suitable taps on the control winding, 
the leads from which are connected to 
the tap-changer of the high-tension con- 
trol equipment. This apparatus contains, 
in a silumin casing, the contact bars and 
step contacts for voltage regulation; it 
is similar in design to a battery end-cell 
switch, and is oil-filled. The step con- 
tact rollers are moved by a pair of 
chains which in turn are driven by 
through gearing from a d.c. pilot motor. 
Three  current-breaking —_ contactors, 
Operating in air, that work according to 
the position of the movable contacts, 
are built on to one side of the tap- 
changer casing. On the other side there 
is a case containing the auxiliary con- 
tacts, which are camshaft-operated and 
serve to ensure the correct sequence of 


Master controller for high-tension control, with 27 motoring 
and 10 braking steps, with position indicator and handle for 
reverser 
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the control operation. The preventive 
resistances are arranged on the top of 
the transformer. 

Transformer and tap-changer form a 
unit which may be tested in combina- 
tion in the test room and subsequently 
built into the locomotive through an 
opening in the roof. The large number 
of running positions allows of a fine 
graduation of the tractive effort, result- 
ing in shock-free acceleration of the 
train and good use of the adhesion 
weight, with correspondingly reduced 
risk of slipping. 


Emergency Manual Control 


A system of mechanically-actuated 
position switches is used to control the 
tap-changer. This control operates so 
that when the master controller hand- 
wheel in the driving cab is turned to a 
given running position, a contact for 
cutting-in the pilot motor of the tap- 
changer is closed. As soon as the tap- 
changer has reached the running notch 
selected by the master controller, this 
contact is broken and the pilot-motor 
shut down. The interruption is effected 
through a shaft driven by the tap- 
changer which connects this apparatus 
with the control system in the master 
controller. The same shaft actuates a 
position indicator in the master control- 
ler; in an emergency it may also be used 
as a mechanical drive for the tap- 
changer if there is a failure of control 
current or if the driving motor should 
fail. In this case a handwheel is put 
on the end of the shaft projecting from 
the master controller in the cab, this 
being the end connected to the mecha- 
nical position indicator. After the tap- 
changer control has been changed over, 
by means of a special lever on the con- 
trol box of the tap-changer, from motor- 
to hand-drive, the control system may 
be operated by hand in the same way as 
in normal working. There are thus two 
methods of control for the locomotive, 
independent of each other, which ensure 
at any time and practically in any cir- 
cumstances its readiness for operation, 
which is especially important for a 
mountain locomotive. 

The master controller built in each 
driver’s desk is so arranged that it may 
be operated from either a sitting or 
standing position. Besides the hand- 
wheel for regulating the speed in 27 
notches for motoring (rotation of the 
hand-wheel in the clockwise direction) 
and in 10 notches for electrical braking 
(rotation of hand-wheel counter-clock- 
wise), the master controller comprises 
only the position indicator which is 
operated from the tap-changer, and a 
handle for reversing the direction of 
running. 

The oil circuit-breaker, which was 
formerly used as main circuit-breaker, 
had already been replaced on the 
“Re4/4” locomotives by a modern 
Brown Boveri air-blast circuit-breaker 
which excludes risks of explosion and 
fire. This apparatus in the “ Re4/4” 
class, which was designed for mounting 
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Electro-pneumatic reverser and braking change-over switch with four operating 
positions for changing the connections of the three motors in a bogie 


inside the locomotive, has since been 
developed so that it may also be 
mounted on the roof. This design 
allows the apparatus to be used for 
motor coaches as well as locomotives, 
and has been specified by the Swiss 
Federal Railways for all recent locomo- 
tives and motor coaches, and thus also 
for the two “ Ae6/6” locomotives. With 
its nominal rating of 400 amp. at 15,000 
volts and 163 cycles, and a breaking 
capacity of 150 MVA., this circuit- 
breaker meets all requirements of the 
Swiss Federal Railways network. 


Regenerative Braking 


With regard to the long downhill runs 
occurring on the Gotthard. line, due 
consideration was given to the electric 
braking of the locomotive weight for 
increased safety of operation and saving 
brake blocks. For reasons of standardi- 
sation of material, the Oerlikon re- 
generative braking equipment was speci- 
fied. In this system one of the traction 
motors acts as exciter for the five others. 
This electric brake, with its 10 notches, 
allows of braking the locomotive from a 
speed of 125 km. p.h. (78 m.p.h.) to 
nearly standstill on all down grades on 
the Gotthard and on the adjoining 
flatter-grade sections, two different 
braking connections being used for 
covering this range. 

The locomotive is provided with two 
electro-pneumatically actuated panto- 
graphs of the standardised Brown 
Boveri/Swiss Federal Railways type, 
only one of which is normally raised 
for operation. 

No special mention need be made of 
the train heating, service lighting, vari- 
Ous protective relays, control boxes, in- 
struments and switchboards for the 
auxiliaries, as these items of the elec- 
trical equipment, which are largely 
standardised by the Swiss Federal Rail- 
ways, are the same as in all the recent 
locomotives and motor-coaches of this 
railway system. But certain special 
features must be mentioned including 
the modern indirect lighting of the 
measuring instruments from inside the 


driver’s desk; the speed indicators with 
electric remote drive from a transmitter 
mounted on a driving axle; the per- 
fected safety device of the Maschinen- 
fabrik Oerlikon for one-man drive; and 
the arrangement of the whole driver's 
cab equipment, which was carried out in 
such a way that the control and opera- 
tion of the locomotive has been made 
easy, whether sitting or standing. 
(Concluded) 








S.A.R. Electrification 


It is expected that electric traction will 
be introduced between Bellville and 
Worcester (97 miles) on the Cape Town- 
Johannesburg main line of the South 
African Railways by the end of January, 
after which a skeleton electric train ser- 
vice, working in with the steam trains, 
will be inaugurated. Track equipment 
and substations should be completed 
right through to Touws River by April 
or May. Here, also, a combined electric 
and steam service will be worked at 
first, full electric operation of the whole 
line being dependent on deliveries being 
completed of the 40 class “ 4E ” electric 
locomotives being built in Great Britain 
by the North British Locomotive Co. 
Ltd., with electrical equipment by the 
General Electric Co. Ltd. At present, as 
mentioned in our August 8 issue, the 
Cape Town-Bellville section is still being 
operated at 1,500 V., but arrival of 3,000 
V. dic. stock about the middle of 1953 
will enable it to be converted, so that 
electric working throughout between 
Cape Town and Touws River would be 
practicable. 

The “ 4E” class locomotives received 
to date are all at work in Natal. Eventu- 
ally it is intended to retain ten of them 
there and to allocate 30 to the Cape 
Western System. When received at Dur- 
ban, the chassis and bogies are 
assembled and the units hauled to Pieter- 
marizburg for final assembly, servicing, 
and testing. Thereafter those for the 
Cape Western System will be hauled to 
Cape Town ready for placing in service. 
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First British 50-cycle Electrification 


ALTHOUGH railway grouping put 
4% an end to the first large-scale single- 
phase electric traction scheme in this 
country, that of the former L.B. & 
S.C.R., the one-time’ Midland Railway 
branch linking Lancaster with More- 
cambe, and Heysham continued to be 
operated with 25-cycle single phase a.c. 
at 6,600 volts until February, 1951, 
when the equipment was withdrawn 
from service because of its age. 

When it was decided to implement 
the recommendation of the B.T.C. re- 
port on electrification that experiments 
with 50-cycle traction should be carried 
out on a suitable line in this country, 
the Lancaster - Morecambe - Heysham 
branch was chosen for the purpose and, 
as reported in our December 12 issue, 
trial running is now taking place. 

Three 3-coach train units have been 
equipped by the English Electric 
Co. Ltd. with rectifiers and d.c. 
traction motors. The company’s asso- 
ciation with these experiments is in- 
teresting in that two of the original 
three train sets for the line were sup- 
plied with low-frequency a.c. traction 





Traction equipment and 
overhead line experiments 


equipment in 1908 by Siemens Brothers 
Dynamo Works Limited, a constituent 
of the present English Electric Co. Ltd. 
Each motor coach now under trial has 
two 6-anode steel bulb pumpless air- 
cooled rectifiers, and the motors are a 
standard design already in use else- 
where on d.c. lines. 

Power supplies are taken from a new 
substation at Green Ayre Station, Lan- 
caster, replacing the old motor genera- 
tor substation at Heysham; at present 
the original voltage of 6,600 is being 
used but provision has been made for 
raising it to 20,000 volts at a later stage 
of the experiments if required. 

The original overhead equipment on 
steel bridge type structures, carried on 
wood poles set in concrete foundations, 
is still in existence on most of the line, 
but over a distance of some 4,000 ft. 
near Lancaster the old two-track portal 
construction has been dismantled and 
supports of light single track hinged 
cantilever construction have been 
erected by British Insulated Callender’s 
Construction Co. Ltd. for demonstra- 
tion purposes, as illustrated below. 





— 5 


Simple catenary construction is em- 
ployed on the demonstration length, 
using a 7/116 in. (7/2:946 mm.) 
stranded, hard drawn copper catenary 
and a single 0°166 sq. in. (107:22 mm*.) 
cadmium copper contact wire attached 
to the catenary by dropper wires. 
Automatic tensioning by means of 
balance weights has been adopted. 
Various forms of supporting structures 
are being tested, and the types of poles 
in use include rolled steel joists, steel 
broad flange beams, aluminium broad 
flange beams, Painter Bros. lattice steel, 
tubular steel, pre-stressed concrete, and 
creosoted wood. Steel angles and tees, 
steel tubes and aluminium alloy sections 
are used in various cases for the hinged 
cantilevers. Pin type, cap and pin, and 
solid core insulators are employed. 

After the first trials of the train sets, 
they will be used for operating normal 
services some time in the New Year. 
Experiments will continue, however, 
and other types of equipment repre- 
senting different methods of employing 
industrial frequency supply for traction 
will be submitted to test. 








ae 


Part of the section equipped by British Insulated Callender’s Construction Co. Ltd. with various types of overhead structures 
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New Tunnel near Clarksburg, B. & O. Railroad 





Construction complicated by 
encountering old coal working 





Steel liner form set in place ready for the pouring of a 40-ft. section of lining 


NEFA Clarksburg on the Baltimore 

& Ohio main line from _ the 
Atlantic coast to Cincinnati and St. 
Louis, a 97-year-old single-line tunnel of 
inadequate size for modern traffic has 
been replaced by a new double-line 
structure of ample dimensions and on 
an easier gradient. 

Opened for traffic on June 16, the 
new tunnel is 31 ft. wide and 28 ft. high 
to the crown of its circular arch, carried 
on 12 ft. 6 in. vertical side walls. The 
tracks are spaced 14 ft. apart from centre 
to centre, and the gradient through the 
new tunnel is 1 in 333 as against | in 
150 in the old structure, to which the 
new one is parallel, and from which it 
is 450 ft. distant. The length is 3,236 ft. 
or 500 ft. more than the old tunnel and 
both are some 500 ft. below the crest 
of the hill. The new tunnel is straight, 
and extensive realignment in_ the 
approaches reduced curvature. 


The new structure consists essentially 
of 10-in. steel ribs, spaced at 2-ft. centres 
—except where bad roof conditions 
make 1-ft. centres necessary—supporting 
specially-designed 4-in. water-tight liner 
plates throughout the arch above the 
springing. A 22-in. concrete lining to 
the arch and side walls encases the ribs 
throughout. The tracks are laid on 3 ft. 
of stone ballast retained by concrete 
ballast walls; between these and the 
tunnel walls are 18-in. concrete drains 
faced with half-round vitrified earthen- 
ware pipes to withstand the corrosive 


action of acid-laden water exuding from 
6-in. weep-holes provided at 10-ft. in- 
tervals along the tunnel walls. Below 
springing, timber lagging was placed 
behind the ribs and back-filled with 8-in. 
crushed stone to permit drainage to 
the weep holes. The ribs and liner- 
plates were protected from the acid and 








STEEL LAGGING PLATES 
DESIGNED TO SHED WATER 
OVER ARCH SECTION 


IO IN. STEEL 
ARCH RIBS 


sulphur—increased by the coal workin.s 
above—with three coats of anti-corr- 
sive mastic paint. 


Progress of Full-Face Driving 


Full-face driving began from the east 
portal in September, 1950; drilling was 
done from a “jumbo” frame in the 
usual manner and mucking was handled 
by 2-cu. yd. diesel shovels discharging 
into Euclid trucks and Tournarockers 
for removal from the tunnel. 

About halfway, old coal-mine work- 
ings were encountered, and because of 
the voids and unstable soil overhead, 
full-face driving had to be replaced by 
the heading and-bench method. A pilot 
heading in the crown of the tunnel pre- 
ceded the placing of the steel ribs by 
about 18 ft. and then fanned out to 
the sides. To support the broken and 
unstable roof, it was necessary to erect 
timber cribbing resting on 12-in. » 
12-in. oak crown bars. Throughout 
almost the entire western half of the 
tunnel cribbing 5 ft. to 15 ft. in height 
had to be inserted above the ribs. All 
voids round the timbers were packed 
with 8-in. crushed limestone. With 
this head-support enough of the lower 
bench could then be removed to allow 
an 8-ft. length of ribs and liner plates 
to be erected. 

Because of the old coal-workings, it 
was also necessary to protect the west 
portal by opening up that end of the 
tunnel and bore eastwards by manual 
labour until stable soil was reached. 

The total cost was about $5,000,000 
and some 137,000 cu yd. of excavation 
and 28,000 cu. yd. concrete were 
involved. 


BACKFILLED ABOVE SPRINGING LINE 
WITH DRY STONE AS REQUIRED 
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Last train emerging from the original, single-line tunnel 


Diesel-hauled freight train leaving the eastern portal of the new tunnel 
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Recorded Broadcasts in the ‘‘ Hook Continental ”’ 


Announcements from magnetic tape equipment . 
transmitted over train lighting control circuit 


HE “Hook Continental” boat ex- 

press of the Eastern Region was 
the first train on British Railways to be 
equipped with apparatus for broad- 
casting recorded announcements in the 
coaches. On a service of this kind 
travellers have to comply with various 
formalities associated with Customs, 
emigration, and currency regulations, 
and time can be saved if they are re- 
minded of these in good time and in 
the languages most generally spoken in 
the countries served. A recorded system 
such as adopted in this train enables the 
train staff to issue these reminders 
merely by operating a switch. 

The broadcasts are recorded on mag- 
netic tape, which is passed through re- 
producing apparatus installed, with the 
amplifiers and associated equipment, in 
the brake compartment of the brake- 
composite which is the leading vehicle 
of the train, consisting of eleven passen- 
ger coaches and two brake vans. Power 
supplies are taken from the 24 V. light- 
ing battery, which is tapped at its mid- 
point to give a 12 V. input to the ro- 
tary transformers of each of the two 
20-W. mobile type amplifiers, and to 
the rotary converter giving 230 V. a.c. 
at 50 cycles for the tape motors and 
pre-amplifier unit. A battery of extra 
capacity and a larger charging dynamo 
are installed in this vehicle because the 
45 A. load of the sound equipment is 
additional to the requirements of the 
air-conditioning and train lighting. 

The sound equipment is contained in 
a twin-bay rack assembly. Each ampli- 
fier by itself will operate all the 55 loud- 
speakers in the train, and they are 
used alternately on the up and down 


journeys to equalise the load on the 
battery. After each announcement the 
tape stops automatically, but the valve 
heaters remain alight so that for the 
next broadcast it is only necessary to 
re-start the rotary-converter which sup- 
plies the tape driving motor and pre- 
amplifier. 

In planning the installation it was 
considered desirable to avoid having 
additional connections between the 
coaches. Therefore the speech is trans- 
mitted over the wiring of the train 
lighting control circuit, inductances with 
a low d.c. resistance being connected 
in series with each contactor coil to in- 
crease the total impedance and enable 
fairly low-power amplifiers to be used 
in the installation. 

Three-inch dia. permanent magnet 
type loudspeakers are used throughout 
the train and fitted flush into the panels 
behind a grille. In all cases advantage 
is taken of front and rear radiation of 
the units and in compartment coaches 
the unit is fitted in the compartment cor- 
ridor partition immediately above the 
door, with diaphragm facing into the 
compartment. In open type coaches 
loudspeakers are mounted in the end 
partitions and roof arches, the number 
of speakers varying with the type of 
coach construction, but a total of five 
speakers has been used in most coaches. 
In addition speakefs have been pro- 
vided in the toilets, the rear radiation 
from these being used to cover the 
vestibules. 

The equipment is operated by the 
travelling inspector. Broadcasts are 
made in English, Dutch, and German. 
On the down journey the first anounce- 





Loudspeakers in roof arches of open coach (left); and installation of amplifier 
rack in brake compartment (right) 








Loudspeaker serving a compartment 
and also the corridor by rear radiation 


ment is made shortly before leaving 
Liverpool Street, and warns persons not 
travelling in the train to alight. The 
second, broadcast at the top of Bethnal! 
Green bank, announces that embarka- 
tion cards must be completed by non- 
British nationals, and are about to be 
distributed. On passing Wrabness pas- 
sengers are told that the train is 
approaching Parkeston Quay. They 
are warned to have their passports ready 
and reminded ‘of currency regulations. 

The apparatus is then left ready 
for the pre-departure announcement on 
the up journey. This announcement is 
a reminder that passengers travelling 
with registered baggage must have had 
it examined by the Customs in their 
presence, and it adds that the train will 
not leave for 15 min. so that those who 
have not attended the examination may 
know the time available to do so. No 
further announcements are made on 
this trip, and at Liverpool Street the 
tape is rewound by a linesman ready 
for the next journey. 

A spare tape is carried, but one tape 
has now been used continuously for 
twelve months without breakage or de- 
terioration of quality. Two spare 
coaches are fitted with loudspeakers and 
a spare brake van is adapted to take 
the amplifier racks, so that this useful 
service can be maintained if vehicles 
have to be withdrawn from the forma- 
tion for maintenance. 

The equipment was supplied by the 
General Electric Co. Ltd. to the require- 
ments of Mr. A. Moss, Signal & Tele- 
communications Engineer, Eastern 
Region, and the installation was carried 
out jointly by the staffs of the Carriage 
& Wagon Engineer (Stratford) and the 
Signal & Telecommunications Engineer. 
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PERSONAL 


The Minister of Materials has appointed 
Mr. F. C. Chisnell, Managing Director of 
Anglo Metal Limited, to act as Govern- 
ment Broker for all sales of zine by the 
Ministry on the London Metal Exchange. 


Mr. D. P. McDonald, Assistant General 
Manager (Staff), South African Railways, 
has been appointed Deputy General Mana- 
ver, with effect from December 17, 1952. 


Mr. A. J. Ede has retired from the post 
of Assistant General Manager, New Zea- 
land Government Railways. 


Mr. John H. Price, of Thos. Cook & 
Son Ltd, has been appointed Editor of the 
Company’s Continental Timetable. 


Mr. Malik Hasib Ahmed has _ been 
appointed Publicity & Public Relations 
Officer, North Western Railway, Pakistan. 


The annual dinner of the Southern Rati 
way Association, which was formed on the 
absorption of the Southern Railway into 
British Railways, was held on December 
10 at the Charing Cross Hotel. Colonel 
Sir Eric Gore-Brown, the last Chairman 
of the company, was in the chair, and 
among those present were :— 

The .-Earl of Radnor, Sir William Currie, Sir 
Eustace Missenden, Major-General Gilbert 
Szlumper, and Mr. John Elliot. 


Lt.-Colonel H. Riggall, Deputy Chair- 
man and Managing Director of Ruston & 
Hornsby, Limited, has been appointed a 
governor of Loughborough College of 


Technology. 
Mr. Perry T. Egbert has been elected 
President and Mr. William §S. Morris 


Executive Vice President of the American 
Locomotive Company. Mr. Duncan W. 
Fraser will continue to serve as Chairman 
of the Board. 


Mr. T. D. Slattery, M.Inst.T., General 
Traffic Manager of the British & Irish 
Railways Organisation in North America, 
with Headquarters in New York, who for 
five successive years has been General 
Chairman, Allied Membership, American 
Society of Travel Agents, was recently 
accorded the title of Honorary General 
Chairman at the Society’s 22nd Annual 


Convention at Miami, Florida. At the 
close of the Convention, which was 
attended by 1,200 delegates from 52 


countries, the American Society of Travel 
Agents presented Mr. Slattery with an onyx 
desk set “for his invaluable aid which 
contributed so much to the success of the 
Miami Convention.” Following the Con- 
vention, at another ceremony, he was the 
recipient of a plaque according him 
honorary membership of the Cuban 
Tourist Commission in recognition of 
_ his activities in strengthening Pan- 
American bonds of friendship . > Other 
acknowledgments of his work ‘on behalf 
of the American Travel Industry have been 
the Gold Medal of Honour of Mexico pre- 
sented in 1950, and two bronze plaques 
presented at the World Travel Congress 
in Paris in 1951. 


Mr. William T. Taylor. Vice-President 
and Director of the Bankers Trust Com- 
pany of New York, has been elected a 
member of the board of directors of the 
American Car & Foundry Company. 


Mr. T. G. Creighton, M.I.Mech.E., who, 
as recorded in our December 12 issue, re- 
tired from the post of Director of Mechan- 
ical Engineering & Stores, Railway 
Division, Government of Pakistan, 
Karachi on October 2, was on active ser- 
vice during the first world war and was 
badly wounded in action in France. After 
the war he took the degree of B.Sc. (Engi- 
neering) from London University and 
became a pupil of the late Sir Henry 
Fowler, then Chief Mechanical Engineer 
of the Midland Railway, Derby. In Octo- 
ber, 1922, Mr. Creighton was appointed by 


719 
Chief Controller of Purchases. In 1947, 
he was Controller of Supplies, Railway 


Board, New Delhi. Mr. Creighton retired 
prematurely from the Government of 
India and joined the Pakistan Railways on 
October 2, 1947. 


Mr. J. E. H. Skerrett, Assistant District 
Operating Superintendent, Hull, Eastern 
Region, who, as recorded in our Novem- 
ber 14 issue, has been appointed Assistant 
District Operating Superintendent, Don- 
caster, entered the service of the L.N.E.R. 
as a clerk at Palmers Green in 1933. After 





Mr. 


the Secretary of State for India as an 
Assistant Locomotive Superintendent on 
Indian State Railways and he joined the 
North Western Railway in December, 1922. 
After three years in Quetta in connection 
with the working of the new Mallet aud 
Garratt types of broad gauge articulated 
locomotives, Mr. Creighton spent the nexi 
four years in the Mechanical Bratch of 
the North Western Railway, Lahore, and 
the Locomotive and Carriage & Wagon 
Workshops in Moghalpura and Sukkur. In 
March, 1930, the Railway Board (India) 
appointed him Deputy Director, Mechan- 
ical Engineering, in which post he remained 
for six years. He-reverted to the North 
Western Railway in 1936 as Works Mana- 
ger, and less than two years latei met with 
a severe railway accident on duty which 
incapacitated him for a long time. In 1939, 
Mr. Creighton resumed duty on the Rail- 
way Board (India), shortly afterwards be- 
coming Deputy Chief Controller of 
Standardisation in the Central Standards 
Office for Railways, New Delhi, in which 
capacity he remained until he was trans- 
ferred to Calcutta in 1943. Early in 1945 
he became Deputy Director-General, 
Munitions Production (Railways) in the 
Department of Supply, Calcutta, and later 


T. G. Creighton 


Director of Mechanical Engineering & Stores, 
Railway Division, Pakistan Government 


serving at various stations in the area, he 
was transferred to the Chief General 
Manager’s Office, L.N.E.R., in 1935 and 
was appointed a traffic apprentice in 1937. 
He served in the Forces from March, 1940, 
until June, 1946, when he resumed his 
traffic apprentice training, and was ap- 
pointed to a position in the Passenger 
Manager’s Office, York, in December of 
that year. He became Supernumerary 
Assistant to the Passenger & Parcels 
Agent, Newcastle, in March, 1947, and in 
July, 1947, was appointed Head of the 
Canvassing & Development Section, Dis- 
trict Passenger Manager's Office, New- 
castle. Mr. Skerrett moved to Darlington 
in 1948 as Assistant to the District Superin- 
tendent and in 1949 he was appointed 
Yardmaster, Newport; in 1951 he took up 
the position of Assistant District 
Operating Superintendent, Hull. 


Mr. John E. Angst, Sales Agent for the 
American Car & Foundry Company in 
Chicago, has been appointed Assistant 
Western Sales Manager. 


Mr. B. R. Fraser has been appointed 
Assistant Refinery Manager of the Vacuum 
Oil Company refinery, at Coryton, Essex. 
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Mr. J. B. Chadwick 


Appointed Assistant (General) Estate & Rating 
Surveyors’ Department, London Midland Region 


Mr. J. B. Chadwick, District Estate Sur- 
veyor, St. Pancras, who, as recorded in our 
November 28 issue, has been appointed 
Assistant (General) Estate & Rating Sur- 
veyor’s Department, Euston, London Mid- 
land Region, was born at Normanton-by- 
Derby in 1901 and joined the Estate De- 
partment of the old Midland Railway in 
1918. Two years later he became an assis- 
tant to the Western Divisional Surveyor 
whose area extended from Derby to 
Bournemouth and South Wales. After the 
amalgamation of the railways in 1923, Mr. 
Chadwick was appointed a surveyor on the 
staff of the Derby District Estate Agent of 
the L.M.S. and was transferred to Head- 
quarters Staff at Euston in 1924. He subse- 
quently became a Valuation Assistant to 
the Estate Manager in 1929, General Assis- 
tant in 1943 and Liverpool District Estate 
Agent in 1946. A year later he became 
District Estate Agent, London, which post 
was later redesignated District Estate Sur- 
veyor, and which he now vacates for his 
new appointment. Mr. Chadwick was a 
member of the Sub-Committee formed in 
connection with the proposed re-construc- 
tion of Euston station prior to the outbreak 
of war and was elected a_ Professional 
Associate of the Royal Institution of Char- 
tered Surveyors in 1924 and a Fellow in 
1931. 


who, as recorded in our 
November 21 issue, has recently been ap- 
pointed Assistant to Commercial Super- 
intendent (Claims) British Railways (Lon- 
don Midland Region), entered the service 
of the L.N.W.R. in the Goods Depot at 
Leeds in 1915. After acting as a relief 
clerk at various stations he became 
Accounts Clerk at Dewsbury, later joining 
the District Office Accounts and the Com- 
mercial Department. In 1930 and 1933 
Mr. Sheard served under the Chief Goods 
Manager and was engaged on special en- 
quiries into station working methods as 
affecting claims. Subsequently he was ap- 
pointed as an Headquarters Claims Pre- 
vention Inspector and was later transferred 
to Euston as Head of the Claims Preven- 
tion Sub-Section. During the last war Mr. 
Sheard was attached to the L.M.S. Vice- 
President's Office as assistant to the Salvage 


Mr. H. Sheard, 


Mr. H. Sheard 


Appointed Assistant to Commercial Superintendent 
(Claims) London Midland Region 


Officer, returning to the C hief Commercial 
& Chief Operating Manager’s Departncnis 
as Head of Section (Claims Prevention) in 
July, 1944, and in 1948 was detached for 
assistance to the Chairman of the Railway 


Executive ad hoc Committee on goods 
lost and stolen. Mr. Sheard returned to 
the Commercial Superintendent’s Claims 


Office in 1949 as Head of Section, Claims 
Liability, and in 1950 became Head of Sec- 
tion, Claims, which position he now 
vacates for his present appointment as 
Assistant to Commercial Superintendent 
(Claims). 


We deeply regret to record the death on 
December 5 of Mr. Ivor Whittingham, a 
member for many years of the staff of this 
journal. As a senior advertisement repre- 
sentative of The Railway Gazette he be- 
come well known to very many manu- 
facturers of railway plant and equipment 
and, since his entry into the firm in 1911, 
had formed lasting friendships within the 
transport industry and among his col- 
leagues. His loss will be deeply felt by all 
who knew him. 


= regret to record the death of Dr. 
F. Lea, D.Sc., M.Inst.C.E.., M.I.Mech.E., 
a PS director of Edgar Allen and Co., 
Limited, and a former President of the 
Institution of Mechanical Engineers. He 
was the author of standard works on hy- 


draulics. Dr. Lea, who retired from his 
directorship in 1950, served with the 
former L.N.W.R. for 16 years, initially 


serving an apprenticeship under the Chief 
Engineer. Mr. F. W. Webb. 


The Colwyn Gold Medal for conspicu- 
ous scientific services to the rubber industry 
has been presented by Sir Clive Baillieu, 
President of the Institution of the Rubber 
Industry, to Dr. Geoffrey Gee, Director of 
the British Rubber Producers’ Association. 
who has been made a Fellow of the Royal 
Society for his major contributions to 
rubber science. 


Mr. R. A. Hacking, O.B.E., M.Sc., F.1.M., 
has been avpointed Director of Research 
of R.T.S.C. Laboratory, Aylesbury, the 
joint’ research organisation of Richard 
Thomas and Baldwins Lid. and the Steel 
Company of Wales Ltd. 


Mr. J. S. S. Davis 


Appointed Divisional Signal & Telecommunication 
Engineer, Derby, London Midland Region 


Mr. J. S. S, Davis, A.M.1LE.E., M.LR.S.E 
who, as recorded in our November 21 issue. 
has been appointed Divisional Signal & 
Telecommunications Engineer, Derby, Lon 
don Midland Region, entered the service of 
the former L.M:S. Railway as an Appren- 
tice at Derby in 1927, and received training 
in all sections of the Signal & Telegraph 
Engineer's Department. In 1932 he was 
given the post of Technical Assistant to the 
Outdoor Assistant, first at Derby, and sub- 
sequently at Euston and Manchester. Dut 
ing this period Mr. Davis was actively 
associated with the introduction of power: 
signalling at Glasgow, St. Enoch’s, the auto- 
matic signalling of the Euston-Watford 
electric lines, and with the electrification of 
the Barking-Upminster line. In 1935 M1 
Davis was appointed Assistant to the 
Development Assistant at L.M.S. head 
quarters in London, dealing with the plan- 
ning of the electrical and mechanical powe1 
signalling schemes of the L.M.S. system on 
the basis of economic modernisation and 
development. He was subsequently trans 
ferred in 1937 as Assistant to the New 
Works Assistant, at Euston, during which 
time the major power signalling installations 
at Wigan, Crewe, Rugby and Wembley- 
Euston were carried out. At the outbreak 
of war, in 1939, Mr, Davis was attached to 
the Area Signal & Telegraph Assistant, 
London Area, for special duties in dealing 
with Air Raid Precaution schemes, and 
restoration of signalling damaged by enemy 
action. Three years later he was appointed 
Signal & Telegraph Inspector at Manches 
ter, and in 1945 he became Divisional 
Assistant (Telegraphs), Derby. In 1947 Mr. 
Davis was appointed to be Assistant Divi- 
sional Signal & Telegraph Engineer, which 
position he now vacates in order to take up 
his new appointment as Divisional Signal 
& Telecommunications Engineer, Derby. 

M. Marcel Flouret. Governor of the 
Bank of Algeria and Tunisia, has been 
appointed President of Electricité de 
France, the board that controls the 
country’s nationalised electric systems. He 

was made President of the Administrative 
Board of the French National Railways in 
1946 and held that post until May 18, 
1949, 
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FUNERAL OF MR. W. B. SHELTON 

There were over 150 railway officers and 
staff at the funeral service of Mr. W. B. 
Shelton at Marylebone Crematorium, East 
Finchley on Monday, December 15. The 
ashes were received at Euston Station by a 
guard of honour of the station staff and 
were conveyed by Mr. S. G. Hearn in his 
saloon to Kings Norton for a family service 
on Tuesday, December 16. In addition to 
family mourners, those present included : — 


British Transport Commission : 

Mr. E. A. Toneri also represented Mr. C. E. R. 
Sherrington. 

The Railway Executive : 

Messrs. R. A. Riddles, S. E. Parkhouse, 
W. B. Richards, J. O’Neill. Sir Michael 
Barrington-Ward was prevented from attending 
by illness. 

London Midland Region : 

Messrs. J. W. Watkins, S. G. Hearn, E. S. 
Hunt, S. Williams, J. Taylor Thompson, A. E. 
Hammett, A. B. MacLeod, R. Paterson, Captain 
Reed, Messrs. S. A. Fitch, H. G. N. Read, 
S. H. Gould and J. W. Tonge represented 
G. Dow. Mr. F. W. Abraham was prevented 
from attending by indisposition. Mr. L. P. 
Ball, Divisional Operating Superintendent, 
Derby, also represented Mr. R. O. Banister, 
Divisional Operating Superintendent, Man- 


chester. Mr. A. J. D. Thomas, Assistant Divi- 
sional Operating Superintendent, and all 
members of Crewe Officers’ Mess. Mr. R. 


Campbell, Divisional Motive Power Superin- 
tendent, Crewe. Eighteen members of Crewe 
Salaries and Wages Staff. Mr. L. W. Cox, 
District Operating Superintendent, Euston, and 
25 members of staff. District Operating 
Officers—8 Western Division, 6 Midland Divi- 
sion, 11 Headquarters Operating Assistants, and 
15 members of Headquarters Operating Staff. 
Commercial Department—5 Assistants and 
3 District Officers. Motive Power Depart- 
ment—Mr. Parslew represented Mr. O. E. 
Kinsman. Signal & Telecommunications De- 
partment—Mr. Brentnall. Civil Engineer’s 
Department—Messrs. J. Elliott and R. L. 
Mcllmoyle. 
North Eastern Region : 

Mr. A P. Hunter. 
Eastern Region : 

Messrs. E. W. Rostern, H. C. Johnson and 
A. R. Dunbar. 

Western Region : 

Mr. J. T. Cole also represented Mr. Gilbert 
Matthews. 
Scottish Region : 

Mr. J. Scott 
McCreadie. 
London Transport Executive : 

Mr. Alex. J. Webb. 


Also among those present were: Colonel 
D. McMullen, Ministry of Transport, Major 
H. W. Smith, War Office and Western Com- 
mand, Mr. W. C. Wright, Hotels Executive, 
Messrs. Wood and Burleigh, Imperial Chemical 
Industries Limited, Mrs. F. Bates for Mr. Bates, 
Colonel Harold Rudgard, Mr. J. Scragg. 


also represented Mr. J. C. 


Boilers for Train Heating 
(Concluded from page 710) 


should operate with a clean flame and 
absence of smoke. : 

The cleaning of tubes is a simple 
operation. Any carbon _ brushed 
into the firebox is burned after the 
burner is next lighted. Should it be 
necessary to obtain access to the fur- 
nace, the burner equipment complete 
with front plate and quarl may be re- 
moved, leaving a manhole 15} in. dia. 
through which entry can be effected. 
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Track Circuits in d.c. Electrified Areas 


Paper discussed at 


LRS.E. 


At a recent meeting in London of the 
Institution of Railway Signal Engineers, 
with the President, Mr. T. S. Lascelles, in 
the chair, the evening was devoted to an 
informal discussion on the paper read on 
Track Circuits in d.c. Electrified Areas by 
Mr. D. G. Shipp before the Institution on 
March 5, 1952. Mr. Shipp gave a précis 
of his paper, which covered applications 
of the a.c./d.c. track circuit, a descrip- 
tion, with typical values, of a.c. single- 
rail track circuits, and the characteristic 
features of a.c. double-rail track circuits, 
showing the fundamental difference be- 
tween the resonated and auto-coupled 
impedance bond types. 

Mr. J. C. Kubale, in opening the dis- 
cussion, said he felt that if any possible 
faults could be foreseen, the a.c./d.c. track 
circuit with rectifier and transformer, par- 
ticularly in electrified areas, should not be 
used, if there were suitable alternatives. 
He himself could not think of any objec- 
tion apart from lack of protection in the 
case of the breaking down of a blockjoint. 

Mr. R. A. Green was particularly inter- 
ested in frequency variation; he had 
experienced considerable difficulty in that 
direction. The paper advocated adjusting 
impedance bond track circuits to operate 
at 49 cycles, the mean between 48 and 50. 
He had had to contend with 51-5 or even 
52 cycles. 


Length of Circuits 

Mr. L. R. Insley thought there was a 
number of factors outside the control of 
the signal engineer—density of service, 
design of stock, spacing of substations, 
gradients, number of running lines, and 
design of the traction cross-bonding— 
that made it unwise, and certainly un- 
economical, to stipulate any maximum 
length for a single rail track circuit. He 
opposed the use of shunt resistances. Con- 
cerning reducing continuous rating of 
impedance bonds to 500 amp., he would be 
interested to know how much cheaper such 
a bond would be, considering that a reduc- 
tion in the rating would increase the d.c. 
resistance. 

Mr. J. E. Candler inquired whether the 
characteristics of the rectifier in the a.c. 
d.c. track circuit would be considered as 
a form of protection against surges. A 
rough calculation for an impedance bond 
having a resistance three times greater than 
that normally permitted, showed a saving 
of some 20 or 25 per cent in cost. 

Mr. L. R. Insley thought the peaks, at 
any rate, were no more than 2,000 amp. 

Mr. L. J. M. Knotts said that safety 
should be paramount and he thought it 
unwise to use adjuncts such as lock-out 
circuits. It was undesirable because the 
more apparatus they added, the more the 
chance of failure. He thought the fre- 
quency trouble to be temporary; in a few 
years’ time they would not be troubled 
by it and need not go out of their way 
to take care of it. Blockjoint troubles 
would not be so great in future, as far 
more laminated wood type fishplates were 
being used. 

Mr. T. Austin considered that difficulties 
had been brought about by restrictive con- 
ditions on manufacturers. They had to 
produce a bond not exceeding 0-0003 ohm 
resistance and there was a fetish that the 
train shunt had to be 0-5 ohm. Railways 
were not electrified unless there was a 


meeting 


good service, which meant that the rails 
were always in clean condition. It would 
be more reasonable to think in terms of 
0-1 ohm. If the electrical engineer would 
consult more with the signal engineer, it 
would be possible to produce a bond a 
little smaller than that now known as the 
500 amp. bend. 

Mr. R. A. Powell said that, on the intro- 
duction of the auto bond many years ago, 
the d.c. traction circuit, fed from mercury 
arc rectifiers, produced harmonics of the 
original frequency. These found their way 
through the relay, causing sufficient torque 
at times to bring it off its back contacts. 
The paper had referred to this phenome- 
non, when dealing with frequency varia- 
tions causing fresh adjustments. Were 
they not getting back to the original con- 
ditions of 20 years ago? Recently, it had 
been discovered that, with cross-bonding 
in a d.c. electrified area, one could take 
a rail away and leave the track relay ener- 
gised. Could not the circuit be designed 
so that there would be sufficient phase 
alteration to de-energise it? 

Mr. E. A. Rogers was concerned with 
the rail removal incident. In fact, what 
were removed were two bonds on each 
end of the track circuit, and the track 
remained energised. It was most unwise 
to connect the relay track connection to 
the terminals on the bond. It was essen- 
tial to connect them direct to the rail. 
The a.c./d.c. track circuit system was in 
use on the Manchester-Sheffield line in 
marshalling yards, with open-circuit tracks 
regarded as satisfactory for that purpose. 
Any surges causing a flow through the 
relay would produce an occupied rather 
than a clear condition. He sympathised 
with Mr. Austin’s views on train shunts, 
but unfortunately, his Region did not run 
only electric trains; they had to deal with 
goods trains and the lightweight cars used 
by the electrical department for mainten- 
ance. 


Fishplate Insulation 

Mr. J. H. Currey found laminated wood 
quite satisfactory as a fishplate insulation, 
but too brittle for end posts. He did not 
know that an exact economic figure could 
be given governing the use of an auto or 
a resonated bond, but would like to sug- 
gest that no auto bond should be used on 
a track circuit with an average ballast 
resistance over 10 ohms; he would prefer 7 


as the limit, and above that to use 
resonated bonds. Variations and adjust- 
ments required were much less_ with 


resonated bonds under those conditions, 
and track circuits over 7 ohms very often 
reached much higher values during various 
weather conditions. 

Mr. G. G. F. Halliwell considered that 
a relay bouncing on its back stops when 
energised was not always caused by the 
ripple from the rectifier, as had been sug- 
gested. Bench tests had shown that if d.c. 
was superimposed on an ordinary double- 
element relay, it caused it to chatter. That 
must be because the positive level of the 
voltage was being superimposed on the 
positive impulses, making the relay pick 
up at a certain frequency. 

After Mr. Shipp had replied to the main 
points raised, the President moved a very 
hearty vote of thanks to him for his excel- 
lent paper and the able way in which he 
had dealt with the discussion. 
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Summary of the principal statistics for the four-week period ending November 2 
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B.C. | British 
- Head Rail 
Office ailways 
i | 
Number ... 284 604,121 
Inc. or dec. - 3,157 


BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS 


British Railways 
Passengers 


Parcels, etc., by passenger train 


Merchandise 
Minerals ‘ 
Coal & coke 
Livestock ... 


British Railways 
. & D. and other road services 


Ships & Vessels 
London Transport 
Railways 


Buses & coaches ... 
Trolleybuses 


British Road Services 
Freight charges, etc. 


Road Passenger Transport 
Docks, Harbours & Wharves 
Inland Waterways 

Hotels & Catering 


Total 


Full 
fares 


18,028,000 


London 


Transport 


91 


97,825 | 73,425 
-1 


Four weeks 
(Period No. 1) 


1952 


30,163 


877 
691 
1,419 
3,109 
722 
5,250 


6,200 
3,458 
1,218 
178 
1,219 
49,254 


Excursions, 
cheap day, etc. 


21,169,000 


| Merchandise 


000 
Tons originating 3,884 
Ton-miles ... 535,486* 
Total steam 
- coaching 
train-miles 
1952 13,708,000 
1951 tee, 


“13,636,000 
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STAFF 
British Road 
| Road Passenger | , Docks, Railway Commer- | 
Services |(Provincial a? o> we, . Harbours,| Clearing | cial Adver- | Legal Films Tota} 
(Road | & g YS) Wharves House tisement 
Haulage) | Scottish) 
pee = 7 ee ‘ = s aos 
61,300 15,541 6,227 4,767 20,787 573 199 321 | 38 $35,408 
384 542 618 —10 12 —209 —10 _- '} -t 5,135 
LONDON TRANSPORT 
% 
Aggregate for | Passenger oe Car goign 
setae journeys | over 1951 miles over 1951 
1951 1952 1951 000 000 
Railways iis 46,053 3:5 16,681 4-9 
Buses & coaches 230,025 0-6 27,335 36 
£000 £000 £000 Trolleybuses 59,485 16-1 5,809 3-2 
6,832 95,099 92,626 Total 335,563 3-4 | 49,625 | —23. 
2,575 30,043 27,849 
8,086 86,257 rg 
3,201 35,105 30,409 
7'537 84'849 76,584 INLAND WATERWAYS 
241 1,576 1,269 Tonnage of traffic and ton miles 
28,472 332,929 310,954 | | 7 
Inc. or dec. ie Inc. or dec, 
Tonnage | per cent. wiles per cent, 
846 9,611 8,900 | over 1951 | | over 1951 
706 10,292 10,550 ~ 
000 000 
Coal, coke, patent fuel & peat 508 + 4-1 6,935 2:1 
1,234 15,113 13,597 Liquids in bulk ibe ae 161 + 9-7 4,073 9-4 
2,643 33,298 28,517 General merchandise ... 305 15-0 5,477 40 
717 8,066 8,204 ‘ - 
Total 974 2:0 16,485 0-2 
4,594 56,477 50,318 
6.576 64,624 65,212 BRITISH RAILWAYS 
Rolling Stock Position 
3,157 41,041 37,326 . — 
1,196 13,598 11,846 Number Available | Available 
a | under operating stock 
167 1,884 1,677 repair stock in 1951 
1,168 13,862 13,667 
Locomotives 19,107 3,256 15,473 15,508 
46,882 544,318 510,450 Coaching vehicles 57,618 5,409 52,209 52,580 
Freight wagons... 1,120,619 93,445 1,027,174 1,047 324 
BRITISH RAILWAYS 
Passenger Journeys (Month of September, 1952) 
Other Early morning Season Toeal = 
descriptions and workmen tickets - pon 1951 
3,669,000 16,600,000 38,536,000 98,002,000 -1-0 
BRITISH RAILWAYS 
Freight Tonnage Originating and Estimated Ton-Miles (Period No. 11) 
Inc. or dec. 
Minerals Coal & coke Livestock Total per cent. 
over 1951 
000 000 000 000 
5,117 13,891 114 | 23,006 _ 
| 423,881 — | 1,815,641 3:4 


856,274 


* Includes livestock 


BRITISH RAILWAYS (Period No. I!) 


Total electric 
coaching 
train-miles 


3,723,000 


3,731,000 


| Locomotive coal consumption 


Total Freight train- Net ton-miles 
freight miles per train per total 
train-miles engine-hour engine-hour 
Total tons 
11,209,000 8-6 620 1,021,000 
11,322,000 8-1 607 1,038,000 
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Parliamentary Notes 
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Transport Bill Committee Stage 


Charges policy and rail, road, 
and coastal shipping competition 


On Clause 18 (Amendments as to charges 
schemes) when the House of Commons 
resumed discussion in committee on 
December 17, Mr. Alan Lennox-Boyd 
(Minister of Transport) moved an amend- 
ment providing that either the B.T.C. or 
an agreed person should alone have the 
right to question the reasonableness of a 
charge. He said that the amendment was 
inserted at the request of the Commission. 

The amendment was agreed to. 

Mr. Ernest Davies (Enfield E.—Lab.) 
moved the first of a series of amendments 
designed to equalise competition between 
the railways and the road hauliers. He 
said that whenever the Commission had to 
publish its maximum rail charges, and it 
considered it should have the same maxi- 
mum charges as those made by road 
hauliers, it should have power to serve 
notice on any road carrier to publish his 
maximum. If the hauliers considered that 
goods concerned were not comparable, they 
could appeal to the Tribunal, while if the 
Commission thought the haulier had not 
published comparable rates or given in- 
formation, it also could appeal. 

After debate Mr. Lennox-Boyd, resisting 
the amendment, said that the clause effected 
a valuable improvement. Almost all that 
would remain of the burdens on the rail- 
ways was the obligation to publish maxi- 
mum charges. It would be impracticable 
to ask the road haulage industry to fix and 
publish maximum charges. Competition 
would ensure that no undue profit was 
made. 

The amendment was negatived by 275 
votes to 255, and Clause 18 as amended 
was ordered to stand part of the Bill. 


Coastal Shipping 


On Clause 19 (Exclusion of certain en- 
actments), Mr. Lennox-Boyd moved the 
first of two amendments to ensure that 
the same system of charges applied to the 
Commission’s steamships as applied to the 
railways. He said it was originally in- 
tended that most of the changes in the 
railway charges structure were to come 
into operation after a charges scheme had 
been introduced. The Commission had 
pointed out that this might take a long 
time. In the case of harbour authorities 
and coastal shipping the same protection 
could only be brought into operation after 
the charges scheme had been devised. 
Until then the existing protection provided 
under the Railway & Canal Traffic Act 
would continue. 

The amendments were agreed to. 

Mr. Lennox-Boyd moved the first of 
a series of amendments as to coastal ship- 
ping. The Government, he said, did not 
wish coastal shipping to be unduly preju- 
diced, and therefore did not feel it wise to 
proceed with the proposal under Clause 21 
authorising a road haulier to challenge a 
railway rate, This right was limited to a 
haulier who could establish that a charge 
was uneconomic, that if it were persisted 
in it would bring loss to the Commission, 
and that it was designed to eliminate com- 
petition. Between now and the report stage 
the Government would re-draft Clause 21 
so as to remove that right. 

The amendments were agreed to, and the 
Clause 19 was ordered to stand part of 
the Bill. 

On Clause 20 (Protection of traders 
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against unreasonable and unfair treatment 
as to charges), Mr. L. J. Callaghan (Cardiff 
S.E.—Lab.) moved one of a series of 15 
amendments designed to give to members 
of the public the similar rights in their 
dealing with road hauliers as the Minister 
was giving them in their dealings with the 
railways. He said that he did not under- 
stand why the public should have the right 
to appeal to an independent tribunal 
against excessive rates charged by the rail- 
ways but should not have the same protec- 
tion against road hauliers. Under the 
clause the onus of proving that a rate was 
not excessive was on the railways, but there 
was no requirement on the road haulier 
to justify his rates. 

Viscount Hinchingbrooke (Dorset S$ —C.) 
said that the clause was in exact con- 
formity with the whole purpose of the Bill, 
which was to release the road hauliers from 
the stranglehold which had been put on 
them, and to enable them to compete 
effectively and secure protection from a 
commission which would still be in a quasi- 
monopoly position. 

Mr. Gurney Braithwaite (Parliamentary 
Secretary, Ministry of Transport) said it 
was impossible to create the administrative 
machinery to do what the Opposition re- 
quired. This had been proved by the ex- 
perience of the last ten years, and the 
reason was that the realm of road haulage 
was so different from the realm of the 
railways. 

The amendment was negatived by 264 

votes to 249, and Clause 20 was ordered to 
stand part of the Bill. 
_ Mr. Lennox-Boyd, resisting an Opposi- 
tion amendment to Clause 21 (Protection 
for competitors of B.T.C.), said that he 
would reconsider the whole clause. The 
clause was ordered to stand part of the 
Bill by 279 votes to 266. 

Clause 22 (Special procedure for tem- 
porary authorisation of charges) and 
Clause 23 (Amendments to Cheap Trains 
Act, 1883) also were added. 


Freight Charges and Coal Prices 


Mr. Geoffrey Lloyd (Minister of Fuel 
& Power) stated on November 24 that the 
increase in freight rates effective from 
December 1 caused the price of coal to 
rise On an average by 7d. a ton for indus- 
trial and by Is. a ton for domestic coals; 
the increase varied with the distance from 
coalfields. 


Army Transportation Employees 


Mr. Antony Head (Secretary of State for 
War), in reply to a question on Decem- 
ber 2, said that most of the civilian em- 
ployees, estimated to number 722, of War 
Department railways and I.W.T., were 
needed by No. 1 Railway (Home) Group 
responsible for railways in some 45 W.D. 
depots, and at Cairnryan Military Port. 
The rest worked at the Transportation 
Centre, R.E., and at H.Q. Army Emergency 
Reserve (Transportation & Movement 
Control). 


Kingsway Subway 
Mr. Alan Lennox-Boyd in a written 
answer to a question on December 15 said 
that he had considered the technical com- 


mittee’s report on the Kingsway Subway. 
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After examining various alternatives the 
committee concluded that if the subway 
were used for traffic, the most satisfactory 
scheme would cost about £1,200,000. The 
likely advantages of this or of any alterna- 
tive did not seem to be commensurate with 
the cost. 





Staff & Labour Matters 


T.U.C. and Steel Denationalisation 

The T.U.C. general council agreed at a 
meeting on December 17 that representa- 
tives should meet the Minister of Supply, 
Mr. Duncan Sandys, to discuss with him 
the steel denationalisation Bill. 


Irish National Association of 
Transport Employees 


The Irish National Association of Trans- 
port Employees will come into being on 
January 1. The National Union of Rail- 
waymen, the parent union, is to transfer 
£47,500 to the Association. 

Mr. J. B. Figgins, General Secretary of 
the N.U.R., announcing this last week in 
Dublin, said that two actuaries were investi- 
gating the benefit fund of the N.U.R. and 
would make a joint report next May for the 
transfer of a further sum that would 
“ guarantee the full benefits to all former 
Irish members of the N.U.R. in the future.” 
The present N.U.R. offices at Parnell 
Square, Dublin, will become the property 
of the new union. 

Mr. Figgins revealed that the income of 
the N.U.R. from its 8,000 Irish members 
had never been equal to the expenditure, 
and that in the last five years there had been 
a yearly loss of £8,000 a year. This sum 
covered benefit payments, all organisational 
and administrative expenses, the cost of 
meetings, offices and the visits of executive 
officers and members to Ireland. The sum 
of £47,500, with the new membership con- 
tribution of 9d. a week, would enable the 
new union to carry on with the same 
efficiency as the N.U.R. had done in the 

ast. 

. The N.U.R. decided at its annual con- 
ferences in 1946 that the Irish membership 
should have the full responsibility of ad- 
ministering its own affairs. The decision 
was finally approved at the 1951 annual 
conference, when it was decided to end the 
existence of the N.U.R. in Ireland on 
December 31, 1952. Mr. Figgins said that 
the new union would be a railway and 
transport union. There would be 20 dist- 
ricts, which would send one delegate to an 
annual delegate conference to elect their 
officers and executive. 


ALUMINIUM ALLOY CABS ON LOCOMOTIVES. 
—Aluminium alloy cabs and platforms are 
fitted on the 100 “ YP” class locomotives 
now being built for the Indian Railways by 
the North British Locomotive Co. Ltd. 
described 


These locomotives were 
and illustrated in our November 
14 issue. The MG3 and MG5 


aluminium alloy used is manufactured by 
James Booth & Co. Ltd. The primary 
joints between the aluminium structure and 
the steel structure are riveted, the secon- 
dary joints being welded by the open arc 
process. One of these engines will be 
shown at the exhibition of railway equip- 
ment to be held in Delhi next year. 
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The Pullman Car Co. Ltd. 


Increased dividend—Mr. 
Stanley J. Adams’ review 


The annual general meeting of the Pull- 
man Car Co. Ltd. was held in London on 
December 16, Mr. Stanley J. Adams, Chair- 
man & Managing Director, presiding. 

The Chairman, in moving the adoption 
of the report and accounts, said that des- 
pite increasing costs and difficulties in con- 
nection with catering, which had by no 
means diminished during the past year, the 
net profits at £63,758 showed an increase, 
after having provided £100,082 in respect 
of maintenance and depreciation, an 
increase of £6,000 over the preceding year. 
The total provided under this heading for 
the seven years since the end of the war 
amounted to £696,000. 

As a result of the maintenance of profits 
at a steady level, the company was not 
liable for Excess Profits Levy. The direc- 
tors recommended that the dividend on the 
ordinary shares should be increased by 
2 per cent. They would remember that 
after the issue of one in five shares, 
credited as fully-paid to the ordinary 
shareholders, in 1951, the dividend was 
reduced for one year to 104 per cent, and 
the directors now suggested that the divi- 
dend should be restored to 124 per cent. 
If this were approved the carry-forward 
would be increased by £38,555 to £120,848. 

Their Technical Consultant. Sir William 
Stanier, had advised the board that, having 
regard to the high standard of mainten- 
ance which had been the continuing policy 
of the company, the life of the cars should 
be increased by varying periods, and a 
suitable formula for depreciation had been 
agreed to take care of the depreciation of 
these cars and remodellings. There was 
nothing that called for further comment 
in the profit & loss account except, having 
regard to prevailing circumstances in the 
type of business they operated, he felt con- 
vinced they would find the results satis- 
factory and the payment of an additional 
2 per cent still more satisfactory, coupled 
with a substantial increase in their carry- 
forward. 

Turning to the balance sheet, this docu- 
ment followed the pattern of previous 
years; current assets at £541,763 pompenen 
with current liabilities at £104.23 They 
would also observe that in order to make 
the best use of the company’s considerable 
financial resources a certain proportion 
had been deposited with the leading build- 
ing societies, for varying periods not 
exceeding six months. 

The task of a prophet for the Chairman 
of a public company was never a happy 
one and especially so where the unpredict- 
able element of profits was concerned; 
nevertheless the Coronation should pro- 
vide the company with considerable 
increased traffic and a number of special 
trains had been ordered to convey over- 
seas visitors to London, who by reason of 
lack of hotel accommodation in London 
were compelled to stay at South Coast 
resorts; and the travel represented by these 
visitors would be considerable. Among 
these arrangements were special trains for 
American visitors on board the Caronia, 
which would be anchored at Southampton 
for the Coronation. 

He also had to report that they had 
undertaken contracts to cater for some 
thousands of spectators on the Coronation 
route and hoped that this would make a 
useful contribution to their profit and loss 
account next year. 


Before closing his statement it was again 
his duty and pleasure to extend to the 
staff as a whole the thanks of the board 
and directors and he was confident he 
could associate shareholders who were 
present there that day with what he had to 
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say, namely that they thanked the staff 
for another year’s loyalty and good ser- 
vice. These remarks of his coming as 
they did year by year might tend to savour 
of a formality, but those who knew the 
staff intimately knew that this was not so. 
There were many old and valued servants 
of the company who were justifiably proud 
of their association with the Pullman 


Car 

Company, as they were indeed justifiably 
proud of them. 

The report and accounts were unani- 


mously adopted. 


Road and Rail Management 


Mr. Roger W. Sewill, formerly Joint 
Chairman (Road), Road & Rail Joint Con- 
ference, has outlined in a letter to The 
Times a proposal for transport reorgani- 
sation on the lines of area managements 
providing both rail and road services. His 
letter read as follows :— 

“Is it too late to look at the Transport 
Bill from the point of view of transport— 
that is, of providing the best possible ser- 
vice to the community at the lowest real 


cost? Although the setting up of separate 
road and rail executives under the 1947 
Act was a mistake tending to greater 


rivalry than under private enterprise, that 
is no reason for destroying in the present 
Bill all hope of road-rail ‘ integration.’ 
With the decentralisation of the railways 
which the Bill proposes, a great oppor- 
tunity is presented to establish perma- 
nently ‘transport’ as opposed to purely 
rail’ or ‘road’ entities. It is said that 
that would be subordinating road opera- 
tion to railway policy. It is nothing of 
the sort. 

‘London Transport has operated both 
road and rail transport for years with 
separate road and rail staffs. The impor- 
tant point is that these two staffs were 
responsible to one general manager, and 
this should be the practice in the new 
transport areas. The British Transport 
Commission should control major policy 
and provide a central organisation and 
service to enable economies to be retained 
and extended, and to negotiate wages and 
conditions. 

“The Road Haulage Executive should 
be broken up and some 15,000-20,000 of 
its lorries sold back to private enterprise, 
the balance being retained by the trans- 
port areas in addition to their collection 
and delivery vehicles, and mainly for the 
purpose of continuing long- distance trunk 
services. Finally the railways should be 
really freed from their statutory obliga- 
tions as to rates and charges from the day 
the Bill receives the royal assent, other- 
wise they will be subjected to intense com- 
petition with their hands tied behind their 
backs, and large deficits will be inevitable. 

‘*What are the advantages of the pro- 
posals which I have outlined? :—(1) The 
country would be offered continuity of 
service by road and rail instead of a major 
disturbance. (2) True ‘integration’ of 
transport would be obtained in the area 
groups. (3) Never again could complaints 
of unfair competition be raised by either 
the road or rail interests. (4) By the sale 
of some 20,000 vehicles, honour would be 
satisfied and justice done to the genuine 
hauler wishing to return to the business, 
or, if still in it, wishing to expand. 

(5) The lifting of the 25-mile limit and 
the placing of all Fvehieian under the licens- 
ing authorities should ensure keen and 
fair competition without which transport 
will go back into the jungle, and this the 


nation cannot afford. (6) the frecing of 


the railways from their statutory ob/iga- 
tions, and the retention by the Commis- 
sion of a _ considerable fleet of long- 
distance vehicles should enable _ the 
nationalised system to face greatly in- 
creased competition with equanimity, and 
to pay its way, while this same competi- 
tion should compel it to give the best 
possible service. Finally, I submit. the 


adoption of these sail would ellec- 
tively take transport out of politics. for 
there would be nothing’ worth = re- 
nationalising.” 


Training Scheme for Steelworks 
Foremen 


Mr. H. Humphries, Deputy Chairman & 
Managing Director of Hadfields Limited, 
has announced that the company is intro- 
ducing a new scheme for the further inten- 
sive training of its foremen. Tuition will 
be given on such subjects as work study, 
productivity, quality control, the conserva- 
tion of manpower, materials, and machine 
tools. 

A further object of this innovation is to 
make the company’s foremen more familiar 
with the overall activities of the company 
and of departments other than those which 
the foremen themselves control. 

The foremen will attend residential 
courses at the Hecla Works beginning on 
January 12, 1953, and will later attend a 
continuation course at the company’s East 
Hecla Works. Local directors and other 
senior officials of the company will give the 
lectures, and time has been set aside for dis- 
cussions and visits to operating departments. 

The inauguration of this scheme marks a 
further step in the training of employees of 
Hadfields Limited. Already more than 100 
apprentices are being trained under the 
guidance of a Training Officer and other 
skilled instructors, with the object of in- 
creasing their proficiency in the craft, tech- 
nical, and commercial sections of an 
establishment whose main concern is the 
manufacture of high-quality steels and 
heavy engineering. 





GEORGE COHEN Sons & Co. Ltp.—The 
age of George Cohen Sons & Co. 

Ltd., announce that the consent of the 
Capital Issues Committee has now been re- 
ceived to the issue of 3,600,000 shares of 
5s. each, as capitalisation of reserves. 
These shares will be issued as fully paid 
up, early in the New Year, in the pro- 
portion of three shares for every two 
ordinary stock units held by stockholders. 
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New Tonnage for British Railways Clyde Services 


Four ships to be launched 
early in the New Year 


A further step in the modernisation of 
the Clyde railway steamer fleet is fore- 
shadowed by the announcement by the 
Scottish Region that four  twin-screw 
diesel passenger vessels will be brought 
into operation on the Clyde Coast ser- 
vices next summer. Early in the New 
Year the first vessel will be launched by 
the Ardrossan Dockyard Limited; Yarrow 
& Co. Ltd., Glasgow, will also launch a 
ship in mid-January; and later in the 
month A. & J. Inglis Limited will launch 
two ships at its Pointhouse Yard. These 
vessels complete the first stage in moderni- 
sation of the Clyde steamer fleet, which 
provides for seven vessels at a total cost 
of over £14 million. 

The principal dimensions of the four 
new ships, each approximately of 450 tons 
gross and designed to accommodate some 
600 passengers, are: length (overall) 165 
ft.. breadth moulded 28 ft.; and draft 
loaded 6 ft. 

Each vessel will have a Polar diesel 
engine type M.461 of standard design with 
six cylinders developing 650 b.h.p. at 425 
r.p.m. in service. The vessel will have a 
maximum speed of 15 knots. 

There will be three decks, bridge or 
top; main; and lower. Seating will be 
provided on the bridge or top deck as 


well as on the main deck, which will be 
enclosed and fitted throughout with large 
observation windows; on this deck also 
there will be a passenger saloon with 
seating accommodation. A combined tea 
and refreshment room will be located at 
the after end of the main deck, and a 
small passenger saloon on the lower deck 
forward of the engine room. 


Regular and Excursion Services 

The four new ships when available for 
service will, according to present arrange- 
ments, be used: (a) Gourock, Kilcreggan, 
Holy Loch services; (b) (Mondays to 
Fridays) Craigendoran, Kilcreggan, Gou- 
rock, Dunoon, Innellan and Rothesay 
services, and (Saturdays) Lochgoilhead 
and Arrochar service; (c) (Mondays and 
Fridays) afternoon sailings from Craigen- 
doran to Rothesay, thence cruise to Loch 
Long and the Gareloch, (other days) after- 
noon and evening cruises; and (d) charter 
and other special work. 

The programme for next summer was 
discussed with various Clyde Coast 
authorities at a meeting held in Glasgow 
in October, when a large measure of 
agreement was reached. The new interval 
service now in operation between Gou- 
rock and Dunoon with fast train connec- 


New Medical Examination Centre at Peterborough, 
Eastern Region 


A new medical examination centre was 
recently opened at Peterborough, adjoin- 
ing the North Station, where a full-time 
medical officer will carry out examinations 
of staff within the following boundaries: 
south to Offord & Buckden and Cam- 
bridge and branch lines; Cambridge and 
all stations to Kings Lynn and Hunstanton 
and all branch lines west; north to Gran- 
tham, Netherfield and Colwick, Barkston, 
Sleaford and Boston inclusive and branch 





lines east and west: former L.N.E.R. staff 
on Great Central Section, Rugby to Leices- 
ter inclusive. This is a step towards the 
division of the Region into areas. 

The medical officer will also be readily 
available to assist the district officers with 
any problem of a medical nature and it 
is hoped eventually that it will be possible, 
here and elsewhere, to increase the scope 
of the medical service in accordance with 
modern industrial medical practice. 


Ws 


The treatment room at Peterborough medical centre 
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tions to and from Glasgow will be main- 
tained. Improvements effected this winter 
on the Wemyss Bay/Rothesay section will 
also be maintained. 


General Purpose Vessels 

Three new general purpose vessels, 
carrying passengers, vehicles and cargo, 
are expected to be ready for service 
towards the end of 1953. They are in- 
tended for the principal shuttle services: 
No. 1, Gourock/Dunoon Section; No. 2, 
Wemyss Bay/Rothesay Section; and No. 
3, Fairlie/Millport/Arran Section. 

Two of these ships are being built by 
the Ailsa Shipbuilding Co. Ltd., Troon, 
and one by William Denny & Bros. Ltd., 
Dumbarton. These vessels will be larger 
than the passenger ships described above. 


Contracts & Tenders 


Metropolitan-Cammell Carriage & 
Wagon Co. Ltd., has received from British 
Railways an order for 52 14-ton side- 
tipping wagons. 


Les Ateliers Metallurgiques_ S.A., 
Nivelles, Belgium, has received a contract 
from the Belgian National Railways for 
50 electric locomotives of Bo-Bo wheel 
irrangement for 3,000-volt d.c. lines. It will 
build under licence and fit them with the 
Swiss Locomotive Company’s type of bogie 
widely used on Swiss Federal Railways’ 
locomotives. : 


The State Railways of Thailand have 
placed the following contracts for all-steel 
rolling stock:— 

Baume & Marpent S.A., Haine St. Pierre, 
Belgium : 9 first class day and night coaches ; 
9 second class day and night coaches ; 4 first 
second class day and night coaches ; 8 restau- 
rant cars ; 30 spare bogies. 

Thai Commercial Trust, Bangkok, Thailand 
(representing six Japanese rolling stock manu- 
facturers) : 45 third class coaches ; 15 third 
class coaches with buffet ; 10 brakevan/third 
class coaches. 





NEED FOR INCENTIVES TO INDUSTRY.—Sir 
Bernard D. F. Docker, Chairman of the 
Birmingham Small Arms Co. Ltd., referred 
at the company’s annual meeting on 
December 17 to the fact that the amount 
required for taxation, £1,520,309, was 
almost exactly two-thirds of the profit for 
the year of £2,326,020 (against £2,200,338). 
This “ bleeding of industry” would ulti- 
mately benefit no one except the country’s 
foreign competitors, he said. Incentives, 
both to the individual, and to industry 
generally, were vital, and they could only 
happen by the lowering of direct taxation. 


New INDEPENDENT AIR SERVICES.—The 
first services to be sanctioned by the 
Minister of Civil Aviation since the Govern- 
ment authorised greater freedom for pri- 
vate operators to develop services not com- 
petitive with those of the air corporations 
include: normal scheduled services (passen- 
ger only) by East Anglian Flying Services 
Limited, on the routes Ipswich-Southend- 
Ostend from April 1, 1953, until March 3, 
1960, Ipswich - Rochester - Southend - 
Brighton-Paris from April 1, 1953, until 
March 31, 1960, Brighton-Dieppe from 
April 1, 1953, until March 31, 1960; also 
a normal scheduled service by B.E.A. on 
the route Manchester - Amsterdam - 
Diisseldorf until November 20, 1959. 
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Notes and News 


Vacancy for Engineering Assistant.— 
Applications are invited for the post of 
engineering assistant in the civil engineer’s 
office at Barry Docks of the Docks & 
Inland Waterways Executive (South Wales 
Docks). See Official Notices on page 727. 


Vacancy for Administrative Assistant.— 
Applications are invited for the post of 
administrative assistant required by the 
Government of Nigeria for the railway 
department, for a tour of 18 to 24 months 
with prospect of pensionable employment. 
See Official Notices on page 727. 


New Waiting Lounge for Irish Cross- 
Channel Passengers. — A new waiting 
lounge with refreshment buffet was opened 
on Monday, December 15, at Holyhead for 
the convenience of cross-channel passen- 
gers to and from Ireland. The lounge has 
been installed on the ground floor of the 
Railway Hotel at Holyhead, which has 
been closed sincé October, 1951. 


Record B.R. Coal Carryings.—British 
Railways carried the biggest weekly ton- 
nage of deep-mined and opencast coal 
since last April—3,296,210 tons—during 
the week ended 6 a.m. on December 15. 
The weekend figure was 402.760 tons. 
During the week ended December 6, 
202,534 tons of iron and steel from the 
principal steelworks and 287,000 tons of 
iron ore were conveyed. 


Last Hydraulic Lift Withdrawn by London 
Transport.—The London Transport Exe- 
cutive has taken out of service its last 
remaining hydraulic lifts, at Highbury 
Station on the Northern City Line, where 
they were installed in 1904. They have 
been replaced by new cars using lift gear 
from two Otis electric lifts at Baker Street 
Station which became redundant when 
escalators were installed there shortly be- 
fore the second world war. This gear 
dates from 1906, but as the Baker Street 
lifts have not run in normal passenger ser- 
vice since 1940, its effective age is 34 years 
and having been thoroughly overhauled, it 
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can give reliable service for many more 
years. Because the Baker Street cars them- 
selves were too large for the shafts at 
Highbury, new cars had to be built and 
the safety gear modified to suit. 


Senior Telecommunications Assistant 
Required.—Applications are invited for 
the post of senior telecommunications 
assistant required for railway signal and 
telecommunications office in London. See 
Official Notices on page 727. 


Railway Service Christian Union.—On 
Tuesday, January 6, 1953, at 6.15 p.m., the 
Railway Service Christian Union will hold 
a New Year’s Rally in the London Region 
Clerical Dining Club Hall, Cardington 
Street, Euston, N.W.1. The President of 
the Union, Mr. J. Taylor Thompson, Civil 
Engineer, London Midland Region, has 
promised to deliver an address at this 
meeting. 


The Permanent Way Institution, London 
Section.—Instead of the usual Winter 
Dinner held on the last Saturday in Janu- 
ary, the Council of the Permanent Way 
Institution, London Section, has decided to 
hold a Conversazione at the Railway Ex- 
ecutive Headquarters, 222, Marylebone 
Road, N.W.1, on Saturday, January 31, 
1953, commencing at 5.45 p.m. for 6.15 
p.m. Tickets 7s. 6d. per head. 


Hale & Hale (Tipton) Limited: Increased 
Sales.—Mr. W. Edgar Hale, Chairman of 
Hale & Hale (Tipton) Limited, announces 
in his review of the year ended August 4, 
1952, a steady increase in sales over the 
past twelve months, with which production 
has kept pace, though with a slight recession 
recently because of the indefinite export 
position. The balance brought forward 
was £12,958 and the net profit for the year 
of £39,029. The preference dividends for 
the year ended June 30, less tax, amounted 
to £2,887 and the interim dividend of 7+ 
per cent less tax on the ordinary shares for 
the current year to £3,938. The directors 
recommend a final dividend on the ordi- 
nary shares of 17} per cent less tax, mak- 
ing a total distribution for the year of 25 








New lift cars at Highbury Station, London Transport 
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per cent less tax, the same as for the pre- 
vious year. The final dividend takes 
£9.188 and it is proposed that £20,000 be 
transferred to general reserve account and 
£3,000 to taxation reserve account, leaving 
a balance forward of £12,974. 


X-Ray and Ultrasonic Equipment.—So|ys- 
Schall Limited has opened a new non- 


destructive testing station at Matlock, 
Derbyshire. It is equipped with X-ray, 
gamma-ray, magnetic and _ single-probe 


ultrasonic apparatus. 


N.E. Region Christmas Services.—During 
the Christmas holidays 432 relief trains are 
running in the North Eastern Region, 257 
from the Region, and 175 into the Region, 
with restaurant car facilities on 64 and 
reserved seats on 82. Eleven excursion 
trains are being run. The largest number 
of reliefs, 208, will be Anglo-Scottish 
trains serving Hull, Newcastle, Durham, 
Sunderland, Darlington, Leeds, York, and 
the West Riding. Reliefs to Lancashire 
number 57, and to the Midlands and 
West 48. 


Maidstone & District Capital Increase.— 
Consent has been given by the Capital 
Issues Committee to the proposed issue by 
Maidstone & District Motor Services 
Limited of 750,000 ordinary £1 shares, 
fully paid, by way of capitalisation of 
reserves. A meeting has been called for 
February 2 to sanction the proposal. If 
it is agreed, the new shares will be distri- 
buted among existing stockholders at the 
rate of one for every £1 of stock held. 


Patent Office Centenary.—To mark the 
centenary of the Patent Office at 25, South- 
ampton Buildings, | Chancery Lane, 
London, W.C.2, an exhibition was held 
from December 17 to 19. Sir John Blake, 
Comptroller General of the Patent Office, 
inaugurated the exhibition. Among the 
many interesting provisional specifications 
granted in the early days, was one on the 
opening day, October 1, 1852, to John 
Dunkin Lee, of the City of London, re- 
lating to the covering of railway trucks 
and other vehicles. Previously covers 
were pulled over hoops, but the new speci- 
fication provided covers combined with and 
moved by a series of levers, the covers 
travelling on iron rods. 


Automatic Sliding Doors for Buildings.— 
Doors developed primarily for lift 
entrances by the Express Lift Co. Ltd. have 
been adapted to provide automatic sliding 
doors suitable for factories and ware- 
houses. The doors consist of two sliding 
panels opening from the centre, and run 
on ball-bearing rollers on bright steel 
tracks. They are opened and closed by 
an electric drive which, to prevent excess 
torque, incorporates a clutch. A sensitive 
edge fitted to the doors ensures instant 
reversal should an obstruction be encoun- 
tered. An adjustable time delay is em- 
bodied in the controller so that the doors 
are held open for any pre-determined 
period within the limits allowed. They 
are opened by means of press-buttons 
fitted at any convenient point. 


Nitrate Railways Company Liquidation.— 
The Directors of the Nitrate Railways Co. 
Ltd. hope shortly to clarify the company’s 
position in Chile so as to convene a meet- 
ing for putting the company into liquida- 
tion. A reserved estimate of the net amount 
which, after payment of debts in full, may 
accrue from Chile, is 30,000,000 pesos. In 
addition, there are investments and cash in 
London to a present value of £320,000. 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 1952. 





GENIOR TELECOMMUNICATIONS |_ASSISTANT 
required for Railway Signal and Telecommuni- 
cations Office in London. Applicants must possess 
thorough knowledge of the principles, installation, 
testing and maintenance of  telecommunications 
equipment and ability to conduct technical corres- 
pondence. Salary range £700 to £750 according to 
qualifications and experience. _ Free railway resi- 
dential travel within specifi.d limits and other reduced 
rate travelling facilities. Permanency to suitable 
applicant after probationary period. Five day week 
and canteen facilities available. Apply in writing 
giving full details of technical qualifications, experi- 
ence, etc., to Signal & Telecommunications Engineer, 
British Railways, Eastern Region, King’s Cross 
Station, London, : 


| NIERNATIONAL RAILWAY ASSOCIATIONS. 
Notes on the work of the various associations 
concerned with International traffic, principally on 
the European Continent. 2s. By post 2s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 
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OFFICIAL NOTICES 


CROWN AGENTS FOR THE COLONIES 


A PMINISTRATIVE ASSISTANT required by the 

Government of Nigeria for the Railway Depart- 
ment for a tour of 18 to 24 months with prospect 
of pensionable employment. Salary according to 
experience in scale £750 rising to £1,175 a year 
(including expatriation pay). Outfit allowance £60. 
Free passages for officer and wife and assistance 
towards cost of children’s passage or their main- 
tenance in this country. Liberal leave on full 
salary. Candidates of good education should have 
had experience in railway work including goods and 
passenger station work and accounts, rates and 
charges, operating and administrative _ statistics, 
railway and commercial law, the Railway and Road 
Transport problem and legislation, modern office 
methods and equipment. Apply at once by letter, 
Stating age, full names in block letters, and full 
particulars of qualifications and experience, and 
mentioning this paper to the Crown Agents for the 
Colonies, 4, Millbank. London, S.W.1, quoting on 
letter M.28263.E. Applicants serving with British 
Railways would be eligible for secondment and 
shou!d forward their applications through their local 
officers. The Crown Agents cannot undertake to 
acknowledge all applications and will communicate 
only with applicants selected for further 
consideration. 


N.E.R,. HISTORY.—Twenty-Five Years of the 
es North Eastern Railway, 1898-1922 
By R. Bell, C.B.E., Assistant General Managcr. 
5 . -.R, Companies, 1922-1943. Full 
cloth. Cr. 8vo. 87 pages. 


, 10s. 6d.—The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 
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'THE._DOCKS AND INLAND WATERWAYS 

EXECUTIVE (SOUTH WALES DOCKS), have 
a vacancy for an Engineering Assistant in the 
Civil Engineer’s Office at Barry Docks. Applicants 
should have experience in the design and execution 
of general civil engineering work or structures, 
with a knowledge of the preparation of specifica- 
tions and quantities. It is desirable that they should 
be either Associate Members or Graduates of the 
Institution of Civil Engineers, or Associate Members 
of the Institution of Structural Engineers. Con- 
sideration will, however, be given to applicants 
without academic qualifications who have had suit- 
able experience. Commencing salary: £612 5s. 0d. 
per annum, rising to £687 15s. Od. per annum, with 
Prespects of further advancement. The successful 
applicant will be required to join a contributory 
Superannuation Scheme. Applications stating age, 
qualifications, details of past experience and present 
position, should be addressed to the Chief Docks 
Manager, Docks and Inland Waterways Executive, 
Pierhead Building, Cardiff Docks. 








‘T HE ** PAGET ” LOCOMOTIVE. Hitherto un- 

Published details of Sir Cecil Paget’s heroic 
experiments. Eight single-acting cylinders with rotary 
valves. An application of the principles of the 
Willans central-valve engine to the steam ive. 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
from The Railway Gazette, November 2, 1945. 
Price 2s. Post free 2s. 3d. The Railway Gazette, 
33, Tothill Street, London, S.W.1. 








BOUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 








Because of the intricate nature of the ne- 
gotiations with the authorities in Chile, the 
Directors cannot present accounts for 1950 
and 1951. It is hoped to present accounts 
for the two years ended December 31. 
1951. 


Long-Service Awards for Steel Company 
Employees——On December 11 the Direc- 
tors of Samuel Osborn & Co. Ltd. made 
presentations to 33 employees who had 
served the firm for 50 years or more. The 
presentation took the form of an inscribed 
leather pocket wallet, containing cash. The 
Chairman & Managing Director of the 
company, Mr. Frank A. Hurst, presided. 
He has 55 years’ service. The gifts were 
presented by Lady Osborn, The total ser- 
vice of those receiving presentations was 
1,823 years. Their names, together with 
58 others who have died, are inscribed on 
the company’s Long Service Roll which is 
situated at the head offices in the Wicker, 
Sheffield. Of those receiving the gift, 15 
are still working. 


Brush Electrical Dividend.—In announcing 
an interim ordinary dividend of 4 per 
cent (the same as a year ago), the directors 
of the Brush Electrical Engineering Co. 
Ltd., state that although during the early 
months of 1952 the total profits earned 
by the manufacturing subsidiaries in 
England were satisfactory, the company 
is now experiencing the trading difficulties 
confronting much of the engineering in- 
dustry. They are able to announce, how- 
ever, that the group has a_ substantial 
volume of orders on its books, and they 
consider that trading should be on a satis- 
factory level next year—provided always 
that wages and prices remain stable. In 
these circumstances they feel justified in 
maintaining the interim dividend at the 
conservative level of the past three years. 


British Railways Standard Lineside Fur- 
nishings.—A series of drawings has been 
issued of standard items of lineside fur- 
nishings on British Railways, to be used 
when renewals of existing equipment are 
tequired. They comprise a standard sig- 
nal box, lengthmen’s hut, trackside regional 
boundary post, trackside gangers’ and in- 
spectors’ boundary post, trackside district 
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boundary post, boundary posts (for rail- 
way property), and concrete post. Four 
variations are provided for in the signal 
box design to meet different conditions, 
The design covers general layout; floor 
arrangements; cooking, eating and sanitary 
equipment; natural and artificial lighting; 
and nameplates. The lengthmen’s hut de- 
sign provides for a _ brick-built hut to 
accommodate a permanent way mainte- 
nance gang of five men. 


Elliott Brothers (London) Limited, Change 
of Address.—Elliott Brothers (London) 
Limited, Century Works, Lewisham, Lon- 
don, S.E.13, has transferred its Birming- 
ham branch office to larger and more 
modern premises at 181, Corporation 
Street, Birmingham, 4. (Telephone: Cen- 
tral 8313.) The new office is now the area 
sales, service and instrument-repair centre 
for the Midlands counties. 


East Indian Railway Arnuities.—Next year 
annuity holders of the East Indian Rail- 
way Company will receive the capital sums 
represented by their annuities. The net 
distribution involved may amount to some 
£11,000,000. It is expected that holders 
of class “B” annuities will receive about 
£17 10s. per £1 of annuity and holders of 
classes “C” and “D” about £22. Class 
“A” holders are not entitled to a capital 
payment when their annuities cease in Feb- 
ruary, but it is expected that they will par- 
ticipate in the balance of the separate assets 
fund, which is available for winding-up 
expenses, and which may yield them about 
Is. 6d. per £1 of annuity. 


Lightalloys Limited Record Turnover.— 
The statement by Mr. J. C. Colquhoun, 
Chairman of Lightalloys Limited, circu- 
lated with the accounts for the year ended 
June 29, 1952, points out that the net 
profit before taxation was £69,488 against 
£45,197 for the previous year. This im- 
provement in trading results has been 
largely negatived by increased taxation 
which takes over 70 per cent of the in- 
crease in profit. The directors recom- 
mend a final dividend of 9d. a share, mak- 
ing a total distribution for the year of 1s. 
a share, as for the previous year. In 
recommending this dividend the necessity 


has been considered of making some 
addition to normal depreciation so as to 
meet high replacement costs, which the 
present level of taxation makes extremely 
difficult. During the year, states Mr. 
Colquhoun, there was a general improve- 
ment in productivity resulting from in- 
stallation of new equipment, and a record 
turnover. The order book is not so well 
filled as it was a year ago, and it is im- 
possible to say if the high rate of produc- 
tion will be maintained. 


Indian Port Development Plan.—Expendi- 
ture of £30 million has been sanctioned 
by the Government of India for construc- 
tion of the new port of Kandla, linked 
to the Western Railway metre-gauge sys- 
tem by the new Kandla-Deesa branch, 
and improvement of five existing major 
ports. Kandla, on which work started in 
1949-50, is intended to replace Karachi, 
which before Partition handled much of 
the import and export trade for Upper 
India. It is hoped to complete the port 
by the end of the five-year plan. The five 
existing ports—Bombay, Madras, Calcutta, 
Cochin, and Vishakapatnam (formerly 
Vizagapatam)—all need modernisation. It 
is planned to raise their capacity from 
20,000,000 tons a year to 25,000,000. 


Powell Duffryn Limited.—At the annual 
meeting of Powell Duffryn Limited, Sir 
Herbert Merrett, the Chairman, referred to 
the satisfactory prospects for the Vacuum 
Oil Compay’s refinery at Coryton. Re- 
fined products would be available in a few 
months, and by midsummer, 1953, the 
refinery should be in full production. The 
scope of the Cambrian Wagon & Engi- 
neering Co. Ltd., had been extended to 
include mine cars, oil tanks and other 
items, as well as mineral wagons. Powell 
Duffryn Carbon Products Limited was now 
producing chemical engineering plant of 
first-class quality as well as electrical and 
mechanical carbons. These were finding 
new markets in various parts of the world. 


Tube Investments Limited. — Trading 
profits of Tube Investments Limited for 
the year ended July 31, 1952, were 
£8,007,795, an increase of £576,606 over 





the previous year. The statement by the 
Chairman. Mr. Ivan A. R. Stedford, says 
that the results of the General Engineer- 
ing Division beat all previous records, He 
announced that since the close of the year 
terms had been agreed for the acquisition 
of Brookes (Oldbury) Limited, manufac- 
turer of machine tools. A first year’s 
ownership of the New Conveyor Company 
had shown considerable potentialities in 
the manufacture of mechanical handling 
equipment. 

Experimental Lifting Barriers, North 
Eastern Region.—The steel poles forming 
the barriers of the new installation at 
Warthill, North Eastern Region, described 
in our November 28 issue, were designed 
by Poles Limited, Erdington, Birmingham. 
They are of the Adastra galvanised sec- 
tional steel type, and were made from 
short, tapering tubular sections welded 
together. The poles, curtains and pedestals 
were fabricated at the company’s works. 


Manila Railway Co. (1906) Ltd.—The 
report of the Manila Railway Co. (1906) 
Ltd. for the year ended June 30, 1952, 
states that no income has been received 
during the year from the Manila Railroad 
Company. Under the terms of the scheme 
of arrangement sanctioned in February, 
1952, payment of interest on the “A” and 
“B” debentures has been postponed until 
January 14, 1953. The accounts show an 
excess of management expenses and so on 
over income of £1,917, and interest accrued 
on “A” and “B” debentures and stock 
amounting to £69,711, which with the loss 
brought forward from the previous year 
leaves an adverse balance to be carried 
forward of £749,325. 


International Nickel Co. of Canada Ltd. 
The interim report of the International 
Nickel Co. of Canada, Ltd., and subsidi- 
aries for the nine months ended September 
30, 1952, shows net earnings in terms of 
U.S. currency of $45,683,360 after all 
charges, depreciation, depletion, taxes, etc., 
equivalent after preferred dividends, to 
$3-03 per share on the common stock. For 
the corresponding period in 1951 the net 
earnings were $45,734,860. Net sales for 
the nine months were $228,915,593, com- 
parable with $203.253,035 for the corres- 
ponding period of 1951. In the three 
months ended September 30, net earnings 
were $12,145,133. 


Forthcoming Meetings 


January 2, 1953 (Fri.).—The Railway Club. 
at 57, Fetter Lane, E.C.4., at 7 p.m. 
“The West Highland Railway in 
North British Days,” by Mr. H. A. 
Vallance. 

January 2 (Fri.).—Institution of Mechanical 
Engineers, Storey’s Gate, St. James’s 
Park, S.W.1, at 5.30. “ Principles and 
Practice Governing Interchangeability 
and the Specification of Manufacturing 
Limits of Size as Influenced by Statis- 
tical Considerations,” by Captain G. C. 
Adams. 

January 2 (Fri.).—The Locomotive Society 
of Scotland (formerly The Scottish 
Society of Students of the Locomo- 
tive), at 302, Buchanan Street, Glas- 
gow, C.2, at 7.15. “The Driving of 
Engines” by Mr. Peter Fraser. 

January 6 (Tue.).—Railway Service Chris- 
tian Union, in the London Midland 
Region Clerical Dining Club Hall. 
Cardington Street, Euston, N.W.1, at 
6.15 p.m. New Year’s Rally. Speaker: 
Mr. J. Taylor Thompson. 
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Railway Stock Market 


Caution has been the dominant factor in 
stock markets in 1952, which in’many ways 
has been a year of transition from inflation 
and controls to a large measure of free 
enterprise and competition. Shortage of 
dollars, and the difficulty of assessing world 
trade prospects until the new administra- 
tion in the U.S.A. shows the line it is to 
follow on foreign aid and tariffs, have 
affected sentiment, more particularly in the 
industrial sections of markets. On the 
other hand, after falling heavily earlier in 
the year when the bank rate was raised to 
4 per cent and when there was talk of a 
possible increase to 5 per cent, British 
Funds have rallied well. War Loan 3} per 
cent, for instance, is now 77}, which com- 
pares with low and high points of 724 and 
81 recorded during the past twelve months. 
In recent weeks there has in fact been talk 
that the bank rate might be reduced next 
year. 

it is also being suggested that a small 
reduction in taxation should be possible, 
as rearmament costs will be cut next year 
below previous estimates. Moreover, the 
assumption is that the Government may 
propose other important economies. These 
are factors which have helped sentiment in 
regard to British Funds. Other helpful 
factors have been the start in rebuilding 
gold and dollar reserves and the check to 
inflationary factors at home. In fact, had 
it not been for important new issues and 
of plans for other big issues in the near 
future, markets would probably have 
closed the year on a very firm note. As 
it is, the prospect of competition from new 
issues has affected sentiment and there has 
been some selling of securities for cash in 
order to take up new issues. 

British Transport stocks have moved 
with the general trend in the gilt-edged 
market. The 3 per cent (1978-88) is 774 at 
the time of writing, compared with ex- 
treme levels of 794 and 724 in 1952, while 
the recently-issued 4 per cent (1972-77) 
stock is at a premium of }. Earlier it has 
been at a premium of just over 4 and also 
down to a discount of 4. 

Foreign rails have been more active in 
the past twelve months, and among Do- 
minion rails the outstanding feature has 
been the strong speculative activity in 
White Pass & Yukon common shares, in 
which dealings restarted at $4. The price 
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has since been up to $24{é, but has re. 
acted to $17; now talk of a possible bid 
for the railway by U.S.A. interests has 
subsided. The convertible debentures are 
now £66, compared with highest and low- 
est points of £86 and £294 during the year, 

Revived talk of possible take-over de. 
velopments in the future has recently jn- 
creased interest in Dorada Railway or- 
dinary stock which has rallied to 63, com- 
pared with high and low levels of 67 and 
35 this year. 

There have been sharp movements in 
United of Havana issues, which have 
attracted rather more attention in the belief 
that the capital rearrangement, now ap- 
proved by stockholders, will be followed 
before long by a reasonable take-over offer 
from Cuba. The 5 per cent 1906 deben- 
tures are 184 at the time of going to press, 
against extremes of 19$ and 11} during 
the year. 

Manila Railway debentures have attracted 
considerable attention at times in the belief 
that arrears on the company’s holding of 
Manila Railroad bonds will be paid and 
permit the Manila Railway to bring pay- 
ments on its debentures up to date. At 
the time of going to press the “A” de- 
bentures are 82, against extremes of 84 
and 64 in the past twelve months. The £1 
preference and ls. ordinary shares have 
been active in recent weeks because clear- 
ing of the debenture arrears would add 
considerably to the possibilities of the 
shares. The 1s. ordinary are closing the 
year at their highest level with dealings 
recorded up to 4s., and the preference 
shares (which have had extremes of 10s. 3d. 
and 6s.) are around 10s. 

Canadian Pacifics have moved closely 
with the general trend in dollar securities; 
the current level of $59} compares with 
high and low levels of $744 and $573 in 
the year. 

Mexican Central “ A” debentures, now 
654, have moved between 84} and 65+ in 
the year. Nitrate Rails shares are now 20s, 
(extremes have been 23s. 6d. and 17s). 
Taltal shares are 15s. compared with ex- 
tremes of 2ls. and 12s. 6d. San Paulo 
ordinary units are now 7s. “ex ” the capital 
return. Highest and lowest points have 
been 21s. and 6s. 9d. in the year. 

Nyasaland Railways £1 shares are now 
nearly 5s., the year’s highest on the rumour 
that management and control may be 
transferred from London to Nyasaland. 


Traffic Table of Overseas and Foreign Railways 


Traffics for week 


Week, or 
month 
ended 


Railway 


This year 


Antofagasta 
Costa Rica 
Dorada... = 
Inter. Ctl. Amer.... 
Paraguay Cent. 
Peru Corp. ‘ 
= (Bolivian 
Section) 


5.12.32 
Oct., 1952 
Oct., 1952 
Oct., 1952 

5.12.52 
Nov., 1952 
Nov., 1952 


Salvador 


: Sep., 1952 
Taltal oon aan 122 


Nov., 1952 


South & Cen. America 


Canadian Nationalt 
Canadian Pacifict... 


23,473 


Oct., 1952 
17,037 


Oct., 1952 


Canada 


Barsi Light* a 167 
Gold Coast sie 536 
Mid. of W.Australia 277 
South Africa 13,398 
Victoria 4,744 


Oct., 1952 
Oct., 


Various 


* Receipts are calculated at Is. 6d. to the rupee 


£ 
186,910 
1,296,769 
36,865 
$1,040,283 
G759,109 
$8,312,000 
Bs.16,210,000 


¢87,000 
$2,884,000 


19,865,000 1,1 
13,352,000 - ! 


33,915 
344,976 
59,145 
2,012,536 
2,442,385 


Aggregate traffics to date 


Total 
Increase or 
decrease 


Inc. or dec. 
compared 
with 1950/51 


No. of week 


1951/52 


£ 
7,653,280 
€5,360,796 
345,133 
$10,837,325 


+ 
ob 
- 9 
_ $124,807 
G14,039,955 + 
+ 
a 


G6,281,942 
$5,459,000 
Bs.6,485,000 


¢18,000 
$4,408,000 


$46,259,000 
Bs.82,290,000 


¢363,000 — 


$707,000 $14,528,000 


37,000 
15,000 


187,052,000 


14,910,000 
126,435,000 


7,968,000 


10,245 


+ 223,890 
= 56,940 
+ 


15,382 

284,912 
11,5 

1,892,934 


t Calculated at $3 to £1 





